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DIESEL RAILWAY TRACTION 
The May issue of this RAtLway GAZETTE publication, 
illustrating and describing developments in Diesel Railway 
Traction, is now ready, price 2s. 
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Railway Wage Claim 
HE claims of the National Union of Railwaymen for 
higher pay reached a new stage towards the end of last 
week, when delegates at a special conference decided to apply 
forthwith for a wage increase of 10s. a week for all the 
460.000 members of the union, and to ask for overtime at the 
rate of time-and-a-quarter for work on Saturday afternoon. 
The conference had been called as a result of the failure in 
arbitration of the claim made in September last for a wage 
increase of 12s. 6d. a week. The new claim is not a reduction 
on the old one. for taking into account the demand for over 
time on Saturday afternoon, it is estimated that, in many cases, 
it would be worth about 14s. a week. According to one 
calculation, if met in full, the 12s. 6d. claim would cost 
the railways about £24,000,000 a year, and the new claim 
would add at least £1.000,000 to that figure. The present 
claim is being put forward by the N.U.R., but obviously its 
implications affect members of the Associated Society of 
Locomotive Engineers & Firemen, and of the Railway Clerks’ 
Association. The new claim. which so far applies to the 
Railway Executive, will also have to be made separately to 
the Hotels Executive for railway hotel and restaurant car 
staff, and to the London Transport Executive, and to the 
Docks & Inland Waterways Executive for members of the 
N.U.R. employed by those bodies. 


* 7. ~ * 


B.T.C. Legal Common Service 


The British Transport Commission is in consultation with 
its Executives as to the organisation of a legal service for the 
whole undertaking. Mr. M. H. B. Gilmour, Solicitor for the 
Western Region of the Railway Executive, has been appointed 
Chief Solicitor to the Commission as from May 2. He will be 
responsible for the operation of the service, and will under- 
take the conduct of all legal business except that, in regard 
to matters which have not been delegated to the Executives, 
he will be responsible only for such matters as the Commission 
decides are not to be retained by the Chief Legal Adviser to 
the Commission. In matters in which he acts as Solicitor for 
the Railway Executive he will act in conjunction and con- 
sultation with Mr. H. L. Smedley, who will remain Legal 
Adviser to the Railway Executive. Similarly. in matters for 
the Road Transport Executive, he will act as Solicitor only, 
ind Mr. Quick Smith will continue as Legal Adviser to that 
Executive. It is intended that the individual services of an 
experienced solicitor shall be available at the headquarters of 
each of the other Executives; the arrangement under which 
legal advice is provided from the Railway Executive head- 
quarters to the Hotels Executive will continue for the time 
being. The relationship between the Chief Solicitor and the 
Executives will be that of solicitor and client. 


* 

The Revolt of the Citizen 

During the war, and until quite recently, the British people 
gave evidence of a docility quite foreign to their traditional 
reputation. The patient tolerance of queues and regimenta- 
tion and the quiet acceptance of outrageous orders and 
coercions have been evidence of a spirit the reverse of our 
Yet now it would appear that the ordinary 
citizen is waking up and is inclined to indulge in a little mild 
rebellion. He has expressed himself so strongly about the elec 
tricity surcharge that we are told it will not be imposed again. 
He is also rebelling audibly against the meals offered him in 
certain dining cars. and improvements will undeubtedly 
follow. It is a good sign, and we shall await with interest 
further symptoms of healthy revolt. 


great ancestry. 


* * * * 


R.H.A. Meeting with B.T.C. Executives 


In our December 17 issue we recorded that the Road 
Haulage Association would welcome disctissiois with the Road 
Transport Executive on the extent to which the two organisa- 
tions could co-operate in the provision of the carriage of 
goods by road. It has become clear that a somewhat wider 
basis of discussion is desirable so that the maximum co-opera- 
tion mav be possible between nationalised transport and the 
large numbers of road hauliers which remain in private owner 
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ship and are represented by the Road Haulage Association. 
Mr. B. G. Turner, National Ciairman of the Road Haulage 
Association, has now announced that there will be a liaison 
conference between representatives of the R.H.A. and of the 
Railway, Road Transport, and Docks & Inland Waterways 
Executives on May 11. From this conference a National 
Liaison Committee, with divisicnal or area committees, wili be 
set up, so that at all levels consultation can be effected between 
the R.H.A. and the B.T.C. Executives. 
* * * * 

British Industries Fair 

Every year, from all parts of the world, trade buyers come 
te the B.I.F. to see what British industry has to offer, and at 
the third B.L.F. to be held since the war, which opened in 
Lendon and Birmingham on Monday last, they will find that 
during the past twelve months special efforts have been made 
to meet their individual needs. This is an encouraging sign 
when one realises that world markets are no longer entirely in 
favour of the seller. Mr. G. N. Sperryn, Chairman of the 
Birmingham Board of Management, stated on the occasion of 
the Press visit on Friday last, that a record number of buyers 
from 30 countries would be visiting the Castle Bromwich sec 
tion, and they would find prices easier in some cases and 
deliveries better than for several years. This is the largest 
exhibition held in Birmingham so far, with nearly 1,200 exhi- 
bitors and more than 413,000 sq. ft. of stand space, the 
increase this year being maimy in the outdoor section, which 
it is hoped to extend still further next year. Exhibits of special 
interest in the outdoor section ‘nclude railway signalling appa- 
tatus, several types of diesel shunters, cranes, etc., which in the 
additional space available in the open can be demonstrated 
under working conditions. 


* * * a 


Swiss Tourist Office in London 


In our April 15 issue we recorded the opening of the new 
premises, at 458, Strand, W.C.2, of the Swiss National Tourist 
Ottice & London Agency of the Swiss Federal Raiiways. Else- 
where in this issue we reproduce some photographs of the 
premises, of which Mr. H. O. Ernst, Manager of the London 
Agency, is in charge. The office serves the Swiss transport under 
takings and hotel industry. It was designed by Alfred Roth, one 
of the most eminent of the modern school of Swiss architects. 
He paid several visits to London in connection with the design, 
although the regular supervision of the construction was in the 
hands of a London firm of architects, Sir Thomas Bennett & 
Son. Commenting on the new offices, the architectural corre- 
spondent of The Times wrote:—* Behind an interestingly pro- 
portioned aluminium facade, which fits discreetly into one bay 
of South Africa House, Herr Roth has contrived a lively 
interior, juxtaposing different materials in a typically Swiss 
fashion. The detailing is noteworthy for the way some agree- 
able decorative effects, like that of the undulating counter-front, 
have been suggested by functional considerations. The oak with 
which this counter is faced is English, as indeed are all the 
materials used except the acoustic tiling on the ceilings and 
some of the furniture. These were brought from Switzerland. 
There is a mezzanine floor of well laid-out administrative 
offices and a small cinema and exhibition room in the base- 
ment.” 


* * * + 


Anglo-American Council on Productivity 

The Anglo-American Council on Productivity, which was set 
up last October to devise means of exchanging technical 
information between British and American industry, has pub- 
lished its second report, based on a series of meetings in New 
York and Washington between March 29 and April 7. The 
Council claims to have covered a wide field and to have col- 
lected much material for future study. The British members 
have taken the view, after their visits to factories in the United 
States, that high productivity in that country results not neces- 
sarily from greater physical effort but rather from longer runs 
of more standardised products and the greater use of 
mechanical aids. The report goes on to say. that the United 
Kingdom members will devote themselves to increasing the 
effective application of mechanical aids, to promoting the 
acceptance of technologica! improvements, and to the further 
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development of standardisation in this country. They believe 
that it is by these means that greater output per man-hour wil] 
be achieved. They were also impressed by the vital part played 
by technical publications in American industry and believe that 
if British technical publishers were “ given greater assistance 
with respect to the removal of some of the current limitations,” 
substantial benefits would follow. 


* * * * 


Steel Carriage Construction at Derby 

Derby Carriage & Wagon Works, already well known for 
the variety of carriage stock built there, has developed and 
constructed a new design of all-steel carriage, which is fabri- 
cated throughout. At Derby, the use of welding in railway 
carriage construction was commenced in 1934, with a carriage 
iu which steel angles first displaced certain of the timber 
body members. From this design, a composite construction of 
steel and wood was evolved and standardised for certain body 
building, and subsequent developments have included light- 
weight coaches of special construction, with low-alloy high- 
tensile steels. A three-car diesel unit of similar constructional 
principle was completed in 1938 and led to the all-stee! body 
construction introduced in the rebuilding of stock for the 
Liverpool and Southport electric service. These vehicles may 
be considered the forerunners of the new 60-ft. corridor coach, 
which is the prototype for an order of 150 for main-line ser- 
vice on British Railways, and is dealt with elsewhere in this 
issue. 

* * » * 


Stabilising the Formation 

The main theme running through many of the speeclies at 
the golden jubilee gathering of the American Railway Engineer- 
ing Association seems to have been the economic value and 
urgent necessity for stabilising the formation or road-bed. Mr. 
A. T. Blair, Chief Engineer of the Santa Fe system, pointed 
out that it reduced costs, not only of maintenance labour but 
also of materials, by increasing the lives of rails and sleepers, 
and by reducing the quantity of ballast required and the num- 
ber and severity of speed restrictions. He claimed that (in 
America) grouting paid for itself in two years. Professor Peck, 
of Illinois University, considered that railways would in future 
be closely concerned with soil technology in this connection, 
and would themselves become a fertile source of valuable 
information on the subject. A committee appointed to con- 
sider the question reported that the quantity of grout absorbed 
in an embankment in some instances reached a figure as high 
as 10 per cent. of the volume of the fill. All speakers stressed 
the necessity for preliminary consideration as to whether sub- 
drainage, sand piling, grouting, or replacement of the road-bed 
would prove to be the most economical method of removing 
instability in individual cases. 


* * * * 


Attracting Overseas Visitors 

At a press conference this week, Mr, James Maxwell, 
General Manager of Thos. Cook & Son Ltd., who has just 
returned from a tour of North America, gave some interest- 
ing details of tourist traffic. He found a great desire to see 
Britain, but said that as American newspapers devoted little 
space to British achievements it behoved our international 
organisations, tourist, industrial, and other, to select the best 
type of “ambassador” to represent them in the United States. 
He paid a tribute to British officials concerned here with 
the reception of American visitors, particularly the customs 
officers, whom Americans held in high regard, and the Lon- 
don “bobby.” Last year, Cook’s made by far the greatest 
turnover in its hundred-year history. This year America is 
expected to send us something like 150,000 visitors. This 
was only “ scratching the surface.” Within the next five years 
this figure could be multiplied several times. Mr. Maxwell 
also mentioned India, a country which he knows well, and 
where, he said, British prestige has never stood higher. As a 
Scot and the Chairman of the London Committee of the 
Scottish Council (Development & Industry), he had a word to 
say of this year’s Edinburgh Music Festival and the Scottish 
Industries Exhibition at Glasgow, which, he contended, should 
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be international rather than national in scope, and for which 
more accommodation in the two cities should be reserved for 
overseas visitors. While Mr. Maxwell was in the United 
States, he made a telephone call to London during a journey 
between New York and Washington on the “Congressional 
Limited” of the Pennsylvania Railroad—the first trans- 
atlantic telephone call ever to be made from an American 
train in motion. 


* * * * 


Institution of Locomotive Engineers Summer Meeting 

The first summer meeting to be organised by the head- 
quarters of the Institution of Locomotive Engineers since the 
war, will be held in Rugby and Manchester between May 10 
and 13. Previous reference has been made to the compre- 
hensive programme which has been arranged, and will in- 
clude visits to The English Electric Co. Ltd. works at Preston, 
ine Gorton works of Beyer, Peacock & Co. Ltd., and Metro- 
politan-Vickers Electrical Co. Ltd. Trafford Park works. The 
Railway Executive has shown a much appreciated interest in 
the meeting by the provision of free travel for the London- 
Rugby-Manchester and Manchester-Derby-London journeys. 
as well as by arranging for demonstration runs with the 
dynamometer car and the mobile testing unit. The meeting 
will commence at Rugby, where a visit will be made to British 
Railways testing station, opened in October, last year. Among 
the other arrangements are the Institution dinner, which will 
be held at the Midland Hotel, Manchester, on Wednesday, 
May 11, and a visit to the flight sheds at Salmesbury, where, 
weather permitting, there will be a fly-past of “ Vampire” 
aircraft. 

* * * + 


Breakdown of a Connecting Rod 

In this issue we publish a summary of Mr. J. L, M. 
Moore’s report on the accident which occurred to a Glasgow 
to London express near Stoneyford Junction, 27 miles from 
Sheffield, on September 18, 1948. It was running at about 50 
m.p.h., when the driver, leaning out to catch sight of a signal, 
observed a glow under the boiler and, realising that some- 
thing was seriously amiss, applied the brakes, but the middle 
connecting rod, the big-end of which had failed from severe 
overheating, came adrift and pierced the boiler. The driver 
was badly scalded, and it is fortunate that the consequences 
were not much worse. There was considerable delay in 
reporting the case and consequently in the initiation of Mr. 
Moore’s inquiry, but he is satisfied that this was because of 
an oversight. Naturally it rendered the conduct of his in- 
vestigations unnecessarily difficult. He concluded that, what- 
ever the cause of the overheating, the method of dealing with 
engines coming in from a run called for review, to prevent 
any parts that tended to run hot cooling down before 
examination, as it was particularly necessary under present- 
day conditions to detect overheating at once and deal with it 
in its early stages. 


* * * * 


Sir Frederick Heaton 


HE death last week of Sir Frederick Heaton, at the age 
of 68, followed closely on the completion of his work 

in the bus industry, and his retirement from it, leaving his 
shareholders and colleagues, and the minority shareholders in 
underlying companies, provided for as satisfactorily under 
nationalisation as his sagacity could arrange. For 20 years he 
has been an outstanding man in the provincial bus world, and 
its present structure has been influenced greatly by his activities. 
His work in the industry was mainly financial. statistical, and 
organisational, and the keynote to his success was his ability 
to persuade others that he could make more money for them 
by running their businesses than they could themselves. We 
first met Mr. Heaton some 30 years ago, when he had recently 
come from his native Yorkshire, as an accountant, to join 
the staff of Thomas Tilling Limited, from 1915 as Accountant, 


and from 1916 also as Secretary. This was then a successful 


family business, but far from being the “ high-powered efficient 
machine ” it became in later years. There were times when all 
the members of the second and third generation did not see 
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eye-to-eye, and Mr. Heaton’s business efficiency after he was 
elected to the board in 1921 induced them to leave the manage- 
ment increasingly in his hands, and to retire from active 
participation. 

When he became Chairman in 1930, Tillings had co-operated 
with the B.E.T. Group for some 14 years in the financing and 
management of provincial bus companies, but Mr. Heaton felt 
that the size of the stake justified Tillings in taking a more 
prominent part. He therefore organised in July, 1931, what 
became Tillings Association, as a parallel negotiating, purchas- 
ing, and management organisation to the B.E.T. Federation, 
but with a higher degree of centralised control and providing 
for less local autonomy. He purchased important bus interests 
for Tillings, independently of the B.E.T., and showed himself 
to be an able negotiator, acting on the maxim that in business 
most men have their price—and there were few men more 
shrewd than he in assessing that price. He gathered around 
him an able team of technical men, both engineers and traffic 
operators, paid them well, and expected loyal and intensive 
co-operation. It is noteworthy that, although he bought 
interests in various railway-associated companies, he never 
once ceded a participation to a railway in any company already 
under his control. With a view to strengthening the Tilling 
position, he secured the introduction of an arrangement in 1936 
whereby Tillings and the B.E.T. nominated in alternate years 
the Chairman of their joint holding company, and in 1942 he 
was instrumental in arranging the complete and equal segrega- 
tion of joint assets to one or other of the erstwhile partners. 
Thus, when transport nationalisation came into the field of 
practical politics, he was able to take for the Tilling interests 
a very different line from that adopted by the B.E.T., culminat- 
ing in the sale last year to the B.T.C. of the Tilling bus and 
long-distance goods haulage interests. Sir Frederick then 
retired from the Managing Directorship of Thomas Tilling 
Limited. 

om : * * 


Railways in Prosperity and Adversity 


L farwen proposals for nationalisation of the railways first 
became practical politics, the industry was enjoying a 
high level of wartime prosperity. Railway operations were 
stili being based on abnormal demands for the movement of 
both passengers and goods, and the effect was to hide some of 
the inherent disabilities which were inevitable from a long 
period of overwork and under-maintenance. 

By the time the railways passed into State ownership on 
January 1, 1948, the effects of the drying-up of wartime and 
immediate post-war traffics were beginning to be felt. Simul- 
taneously, the need became increasingly apparent to en- 
deavour to court public goodwill to secure both passen- 
gers and freight. The decline which has occurred in both 
categories of traffic makes dismal reading with each successive 
issue of the monthly traffic receipts. The disabilities with 
which the railways have to contend are not always so clear. 
These would have been much the same whether or not the rail- 
ways had remained in private ownership, for in most cases 
they are the direct outcome of the war. Whether those 
responsible for the nationalisation of the railways would have 
been so keen to implement their beliefs if they had been able 
to foresee conditions ruling today. is another matter. 

In our last week’s issue we commented on the position 
which obtains in respect of locomotive coal. As a high 
priority export, coal is not available to the railways in either 
the quantity or the quality which is required to enable them to 
run all the services they would wish, and which, indeed, are 
essential if their solvency is to be achieved. 

It may be argued that it is not of great moment whether 
a nationalised railway system pays or not. It performs essen- 
tial functions, and as such may justly qualify for subsidy from 
the national Exchequer. A reduction of passenger fares and 
the spending of money on the provision of passenger services 
may increase the deficit. Would this be in the national 
interest if, by reason of the lower fares and better services, 
foreign visitors were attracted to this country? The increase 
in our overall national income resulting from the attraction 
of these foreign travellers, might be greater than the deficit. 
Similarly, would a reduction in railway rates and charges 
assist the export trade, and in doing so the national balance 
sheet as well? 
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Apart .from coal, the railways are severely rationed for steel 
supplies. and this is one of the main reasons for the present 
shortage of coaching stock. This summer there will be over 
4,000 carriages less than before the war available for traffic. 
This factor directly restricts the number of trains which 
can be run. Repairs to permanent way, long deferred, also 
require steel, and until this and the necessary labour are avail- 
able, times of trains will be subjected to delay arising from 
permanent way restrictions. 

The individual railwayman, especially in the more respon- 
sible positions, theoreticaily is as keen as ever to improve the 
railway service. He has not lost any of his native ingenuity 
in devising means to attract traffic. The old competitive spirit 
between the companies has gone with nationalisation, and in 
its place there is a feeling of frustration which arises in part 
because of the present difficulties of supplies of coal. steel, 
and so forth. 

The remedy for these disabilities very largely is outside the 
control of the railways. It is tied up with national policy and 
politics. Presumably the British Transport Commission, which 
is responsible for highest policy. has all these matters under 
constant review. Certainly in pre-war days the boards of the 
railways companies would have considered them matters of 
urgency, and on which the clearest representations would have 
been made to the Ministry and the Government. It is unfor- 
tunate that the present set-up has no direct equivalent to the 
railway boards of directors. On them was concentrated a 
great weight of knowledge, experience. and commercial con- 
tact, which was made all the more valuable to the railways 
because the directors themselves were not functional officers, 
and were therefore the better placed to take a broad view on 
policy and administration. 

™ * * * 
Canadian Pacific Railway Company 
URING 1948, gross earnings of the Canadian Pacific 
Railway were $355.249.702, an increase of $36,663,783, 
but net earnings were the lowest of any year since 1905. 
The reason is to be found in uncontrollable costs on the 
one hand and rigidly regulated rates and revenues on the 
other. Passenger earnings decreased by $2,049,575, or 5:1 pei 
cent., reflecting a decrease both in the number of passengers 
carried and in the average distance travelled. Working ex- 
penses were $336.830,536, an increase of $41,136,806. Net 
earnings of $18.419.166 were a decline of $4,473,023. Some 
results are tabulated below:— 


1947 1948 
g $ 
Passenger revenue 40,322,874 38,273,299 
Goods revenue 250,893,574 287,148 260 
Miscellaneous 27,369,471 29,828,143 


318,585,919 355,249,702 
295,693,730 336,830,536 


Gross revenue 
Working expenses (including taxes) 


Net earnings 22,892,189 18,419,166 
Other income 24,788,927 24,864, 349 
Fixed charges 15,787,174 15,890,264 
Net income 31,893,942 27,393,851 
Dividends 11,257,682 11,257,682 
Balance 20,636,260 16,136,169 

Per cent Per cent. 
Operating rat ° 87-02 91-82 


Other income was $76,022 higher at $24,864,949 Steam- 
ship, hotels, and communications results were affected adversely 
by higher operating costs. Net earnings from steamships 
decreased $1,068.411, from hotels $723,705. and from com- 
munications $1.034.667, compared with the previous year 
Dividend income increased $5,259,054. 


Net income amounted to $27,393.851. a decrease of 
$4,500,091 from the 1947 figure of $31.893.942. Dividends of 
4 per cent. were declared on the preference stock. 2 pe 


cent. on the ordinary stock paid October 1. 1948, and 3 per 
cent. on the ordinary stock paid March 31, 1949. Net earn 
ings from rail operations were insufficient for the payment 
of a dividend on the ordinary stock. To avert a threatened 
strike, the company was compelled to agree to a wage increase 
of 17 cents an hour, made effective from March 1, 1948, and 
an addition to the railway payroll expenses of $27,000,000 a 
year. 

Net income of the Minneapolis, St. Paul & Sault Ste. Marie 
Railroad Company was $1.770,421, compared with $1,183,000 
in the previous year. The Duluth, South Shore & Atlantic 
Railway Company net earnings were $713,952, an increase of 
$176,492. 

An application for a further freight-rate increase of 20 per 
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cent. is the subject of hearings before the Board of Transport 
Commissioners; it is estimated that, on present levels of 
traffic, the overall increase in freight revenues, if gra: ed, 
would produce approximately $30,000,000. 

The Empress of Scotland is being reconverted for passenver 
service, after being released from trooping service. {he 
Empress of France re-entered the Atlantic service in Septcm- 
ber, 1948. It is expected that the Princess Marguerite and 
the Princess Patricia will be placed in the British Colt 
Coast Service this summer. 

Appropriations for new rolling stock make provision for 
25 diesel locomotives for the Montreal—Newport—Wells 
River line, and it is expected that they will effect important 
economies. They also include 10 diesel shunters and 2.240 
freight wagons. 


“ * * > 


Recession on U.S.A. Railways 
HE U.S.A. railways suffered a serious set-back di 
the first quarter of this year. Editorials in our Marc} 
and April | issues showed that for nine weeks wagon loadings 
decreased persistently. During the next four weeks heavy 
forwardings of grain and ore checked the downward trend in 
some measure, but for the quarter-year 870,000 fewer wagons 
were loaded than in 1948, or 8-8 per cent., and 1,590,000 fewer 
than in 1947, a decrease of 15 per cent. For the second quarter 
of this year it is expected that loadings will be 3 per cent. 
below 1948, as prospects are not favourable for coal, cotton, 
fruit, vegetables, machinery, paper, timber, and a good many 
other commodities. There is also no sign of a recovery in 
less-than-wagon-load traffic, which has fallen off week after 
week at the rate of 14 per cent. at least below 1948 and 28 
per cent. below 1947. 

The decline in freight traffic was the main cause of 
a decrease of 4-1 per cent. in gross operating revenues for 
January and February as compared with 1948. In these two 
months operating expenses were reduced by 1:5 per cent., and 
finally the U.S.A. railways were left with a net operating 
income, before interest and rentals, of $63 million, as com- 
pared with $81 million a year ago—a fall of 22 per cent. In 
January, 29 railways finished up with deficits. Of these, 20 
were in the Western District, including large lines like the 
Great Northern, Northern Pacific and Southern Pacific systems, 
which were hit hard by the abnormally severe winter lasting 
until March. In contrast, Eastern railways strengthened thei: 
financial position substantially, while the Southern District 
held its own pretty well. Resulis for the second quarter of 
the year may be a fairer test of the railways’ capacity to 
meet new economic conditions and intensified competition 


other carriers. 


road 


¢ 


* * * * 


lransport Conditions in Ceylon 

i¢ our April 8 issue we commented on the first volume of 

Mr. Rutnam’s report to the Minister for Transport & 
Works, Ceylon, which dealt with the Ceylon Government 
Railway and the Port of Colombo. In his second volume* 
Mr. Rutnam examines the problems of road and inland water 
ransport, and of co-ordination. He suggests a transport 
policy for Ceylon which includes: (a) development of short 
haulage of freight by road, whether or not rail facilities exist: 
(b) compulsion, by means of selective licensing of road trans- 
port undertakings, to consign freight by rail for long distance. 
unless examination shows that road transport gives better 
facilities; (c) free play for the full development of road pas- 
senger transport for town and suburban services and fo! 
medium distances; (d) the development of existing road pas- 
senger transport undertakings into “sound public companies, 
in which there would be sufficient confidence for the Govern- 
ment or railways to invest public money”; (e) further 
development, as the result of the foregoing, of long-distance 
road passenger transport, whether or not rail facilities exist. 
and (f) maintenance of the C.G.R. at a high level of efficiency, 
but without heavy capital expenditure, and the working of 
the railway as far as possible to capacity, to allow of the 
quotation of lower rates than can be offered by road trans 
port. 


* ** Transport Conditions in Ceylon.”* Volume II. Government Press, 
Ceylon Price Rs. 2.50 
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He enumerates suggestions for the control of the ad- 
mittedly anarchical situation of road passenger services, 
including powers for the State to direct any private company 
to change into a public limited company. He is generally 
opposed to nationalisation. He is in favour of a Transport 
Board for the control and co-ordination of all forms of trans- 
port in the Dominion, with a full- time Chairman. Control 
of road transport is to be vested to a great extent in a 
Registrar of Motor Vehicles, responsible for licensing, with, 
if necessary, Divisional Road Transport Officers. Mr. Rutnam 
demonstrates that no rise in taxation of road transport is 
justified at present, and suggests that the question be examined 
of the abolition of the revenue licensing of motor vehicles 
and the reimbursement of the State by an increased tax on 
petrol. He advocates a closer control of ancillary freight 
transport. Regarding Ceylon’s canals, a relic of Dutch 
occupation in the eighteenth century, now neglected and little 
used. he is in favour of their maintenance at least for non- 
mechanical propulsion; it seems indeed incredible that such 
an asset, in the social and economic conditions prevailing in 
Ceylon, should be wasted. 

Mr. Rutnam does not deal with the fundamental question 
of rates and fares. Without capital expenditure it is hard 
to see how the C.G.R. can offer services good enough to 
attract traffic. Without a considerable increase in traffic the 
railway cannot, without continuing to be run at a loss, lower 
its rates to compete with the road for long-distance freight 
traffic, as Mr. Rutnam would wish. Public opinion, which 
tolerates many elements in the present situation and is im- 
patient of controls, would probably resent compulsion to use 


the C.G.R., and prefer the closing of the more unremunerative 
sections of line, whilst accepting the annual deficit on the 
remainder. 

ov * * * 


New Zealand Government Railways 


HE report of the New Zealand Government 
the year ended March 31, 
ment by the Hon. R. Semple, 
because of increased rates and 
the year established a new record, 
revenue declined by £566,000, 


Railways for 
1948, is prefaced by the state- 
Minister of Railways. Mainly 
fares, the gross revenue for 
at £17,070.872. Passenger 
but in contrast, goods traffic was 
a record in both revenue and tonnage. Expenditure rose by 
11:08 per cent., for which wages and locomotive fuel were 
principally responsible. It is estimated that there will be a loss 
on working of £900,000 in the current year. The cost of 
using imported oil and coal is estimated to exceed by £984,000 
that of an equivalent quantity of New Zealand coal. The 
principal operating results for the year are given hereunder: 


1947 1948 
Passengers, parcels and mails £3,694,479  £3,241,133 
Goods revenue : ; £8,903,762 £10,486,744 
Miscellaneous £3,081,816 £3,342,995 
Gross revenue ... £15,68C,057 £17,070,872 
Working expenses £15,944,270 £17,710,897 
Netearnings .. £264,213 £640,025 
Operating ratio, per cent. 101-69 103-75 
Passenger journeys 28,869,135 25,887,189 
Goods tonnage ... 8,548,471 8,766,293 
Livestock tonnage 780,862 757,750 


The report which has been sent to us by Mr. F. W. Aickin, 
General Manager, shows an operating loss of £640,025. The 
decrease in ordinary passenger journeys was 20-65 per cent.; 
the chief reasons for this were the heavy decrease in Services 
traffic, an epidemic during the holiday season, and intensified 
competition from road and air services, resulting from the 
inability of the railways to give a daily service because of the 
fuel shortage. Goods traffic receipts at £10,486,744, were an 
increase of 17°78 per cent. 

Progress was made with the conversion to oil-burning of 
locomotives of classes “K” and “Ka,” and at March 31, 
1948, a total of 34 converted locomotives was in service. 
Although, unfortunately, the cost of oil fuel almost doubled 
in a year, it remains below that of American coal. Difficulties 
in coal supply are still serious, and arrangements have been 
made to buy such supplies of British, Indian, and South African 
coal as can be obtained. The wagon situation has been acute, 
but should ease with the further arrival of wagons from Great 
Britain and those manufactured in the Railway Department's 
own workshops. 
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The Autonomy of State Railways in Europe 


D* WANNER, Secretary-General of the Swiss Federal 
Railways, treats in an article* in Schweizerisches Archiv 
fiir Verkehrswissenschaft und Verkehrspolitik the conceptions 
of administrative, financial and commercial independence of 
governmental interference in the management of State Rail- 
ways, with particular reference to post-war developments. He 
traces the disappearance since the second world war of the 
autonomy of the railways in the totalitarian countries of Eastern 
Europe. He maintains that in these non-democratic countries, 
or, rather, in the self-styled Peoples’ Democracies, the State- 
owned and State-managed systems have become instruments 
of Governmental policy. He illustrates his theory by the case of 
the German railways’ dwindling independence under the Third 
Reich. Dr. Wanner, whilst dropping some tantalising hints as 
to what is happening beyond the Iron Curtain, does not give 
sufficient details, which may be unobtainable, to sustain his 
thesis. 

Indeed, it may well be a case of post hoc ergo propter hoc: 
Parliament, in the heyday of economic Jaissez-faire, imposed 
on the expanding British railway system the commercial 
restraints (as to rates and fares) which grew beyond all bounds, 
not because the British Government had any totalitarian lean- 
ings, but because it wished to ensure fair play for all users 
of the railway. A totalitarian State may in its desire for an 
efficient railway system allow a very considerable degree of 
autonomy—administrative certainly, perhaps commercial and 
last of all financial. Dr. Wanner traces the stages of the 
submission of the German railways to Governmental control. 
What surprises many outside observers is the extent to which 
the Reichsbahn preserved its administrative autonomy under 
the Hitler régime; the Nazi leaders and almost certainly the 
General Staff recognised the efficiency of the Reichsbahn, 
especially under Dr. Dorpmiiller, and left it alone to function, 
as it afterwards did, and magnificently, as an instrument of 
wat. The fusion of the posts of Minister of Transport and 
of Director-General of Railways in the person of Dr. 
Dorpmiiller in some respects was the giving of a freer hand 
to the railways, which were by far the most important form 
of State-operated inland transport, rather than the assumption 
by the State of closer control over the railway. In a liberal 
State (liberal being a better word than democratic) the tendency 
will be towards independence for public utilities. 

Few will disagree with his remarks on the virtual dis- 
appearance from Europe of privately owned and operated 
first class railways, culminating in nationalisation in Great 
Britain, the last stronghold of private ownership. In dis- 
cussing administrative autonomy, Dr. Wanner, who breathes 
the spirit of Swiss liberalism, naturally cites the Swiss 
Federal Railways, with their divisional organisation and small 
headquarter staff, as an example of what can be done. His 
arguments are compelling, and few railwaymen, as such, would 
disagree with him. Regarding financial autonomy he does 
not sufficiently take into account human nature; in every 
form of public utility, and especially under a democracy, the 
public will require a close check. even though this may in 
fact be prejudicial to efficiency, on the expenditure of its 
money. The question of commercial autonomy is extremely 
complex, concerned not only with all other forms of trans- 
port, both State and privately owned, but with the economic 
problems of the State as a whole. No hard and fast rule 
can possibly be laid down; but it is clear that commercial 
autonomy for the State railway is hardly compatible with a 
closely planned State economy. Dr. Wanner is careful to 
distinguish between general supervision and management: He 
admits the difficulty of defining the limits of responsibility. 
Finally, he points out the difficulty of reconciling co- 
ordination of the different forms of transpert, of less signi- 
ficance perhaps in Switzerland than in present-day Britain, 
with the independence of any one of those forms. To effect 
this he considers that the State, whilst abstaining from inter- 
vention in the managemeni of any form of transport, must 
possess the machinery necessary for arbitration and co- 
ordination, such machinery to retain its consultative character 





as a council, or rather college, of transport éxperts, rather 
than transport managers. 
* Der Autonomiegedanke bei den europdischen S isenbahi ae: 
Schweizerisches Archiv fiir Verkehrswissenschaft und Verkehrspolitik, Jahr- 


gang Nr. 1. 1949. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Restaurant Car Meals 


Lawford House, 
Manningtree, Essex. April 13 
To THE Epirork OF THE RAILWAY GAZEITE 

Sir,—Those who still criticise the meals we get in our trains 
and pretend that they are so much worse since our railways 
were nationalised seem to forget that in the days of private 
enterprise the railway sandwich was the jest of our music 
halls and of the press. Any reference to it could not fail 
to get a loud and sustained howl of laughter from the public; 
and the sandwich was not alone—Soup Julien was another. 

In the course of the last twelve months | have had a large 
number of meals in our trains and, with rare exceptions, they 
have been good and the service most courteous and pleasing. 
Only a week ago a group of haughty people seated at my 
table, who began by sneering as to what they might get to 
eat. ended by declaring that they were agreeably surprised. 
“The food is improving, | must say,” said the man. who 
looked like a retired colonel. “This fellow Inman seems 
somehow to be getting results.” 

Yours faithfully, 
R. J. MINNEY 


Tube Track 


London. April 19 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—The long-suffering Londoner has become so accus- 
tomed to being bumped about on his tube journeys that he 
accepts it in a docile spirit. The visitor from the provinces 
is critically aware of the poor riding qualities of tube trains 
and has no illusions about them. The act of straphanging 
emphasises all the deficiencies of the permanent way. Some 
stretches of line are more scandalous than others, and fo: 
sheer negative merit we would award the palm to the length 
between Acton Town and Hammersmith on the Piccadilly 
line, though the stretch between South Kensington and Sloane 
Square on the District runs it very close. 

If the standard were improved it would be a great blessing 
to the daily travellers and would eliminate a large amount ot 
fatigue, It seems a pity that the high standard of the main 
lines cannot be emulated in these conditions where, for the 
most part, the situation lends itself to good alignment. 

Yours faithfully, 
AELLA 


Improvement of Southend Line 
22, Queen Anne's Gate, 
London, S.W.1. April 12 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—Laudable as are the efforts of the Mayor and Corpora- 
tion of Southend to persuade the Railway Executive to take 
early action to improve the railway service between Fenchurch 
Street and their borough, one cannot feel very hopeful that 
their request for electrification and quadrupling of the route is 
likely to be realised in the near future. The need for early 
action certainly exists, as it has since before the 1914 war. 
when the Southend Corporation secured the insertion of a 
clause in the Act under which the London, Tilbury & Southend 
Railway was acquired by the old Midland Railway providing 
that the line should be electrified as the price for not opposing 
the Bill in Parliament. Yet in present circumstances, even if 
first priority for this undertaking could be secured, considera- 
tions of shortage of steel and labour would still retard the com- 
mencement of the work. Even if it should be decided to put 
it at the top of the list and begin conversion within the next 
year or two, it would still be a long time, judging by the speed 
at which the Manchester-Sheffield and Liverpool Street-Shenfield 
conversions are proceeding, before passengers between London 
and Southend could enjoy the benefits of a fast and reliable 
electric service. Electrification and quadrupling. if that is con- 
sidered necessary, must therefore be regarded as a long-term 
programme. 

This being the case, the question arises whether it is not 
possible to do something quickly and at relatively moderate 
cost to improve the present deplorably slow, crowded, and 
unreliable service. As a regular user of the line and one with 
some knowledge of railway engineering and operation, I am 
satisfied that such a short-term programme, which would fit 
into the ‘more ambitious scheme when conditions allow of that 
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being carried out, is perfectly practicable. The principal causes 
of trouble may be listed as follow: — 
(1) Shortness of Nos. 1 and 2 platforms at Fenchurch Street 
which prevents their use by twelve-coach trains. ‘ 
(2) Joint use of only two tracks by both former L.N.E.R 
and L.M.S.R. trains between Stepney East and the point be- 
yond the former Burdett Road Station where the two routes 
diverge. 
(3) The crossover just east of Barking, where trains passing 
between Kentish Town and Tilbury interfere with trains be- 
tween Barking and Upminster. 
These three physical obstructions are particularly trouble- 
some in foggy weather. They are all capable of removal and 
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would have been eliminated long ago if they had been on the 
London Transport system. The first two will become still more 
inconvenient when electric trains, presumably in considerably 
greater numbers than the existing steam trains, are introduced 
between Fenchurch Street and Stratford. As the Fenchurch 
Street to Stratford line, like the Liverpool Street-Shenfield 
route, is being electrified on the overhead 1,500-volt system, 
whereas the Underground trains to Upminster operate on the 
four-rail system, which would consequently be the more suit- 
able for the Fenchurch Street-Shoeburyness and Tilbury lines 
when these are converted, complications will arise on the sec- 
tion from Fenchurch Street to the point at which the trains 
to Stratford diverge. 

Rather more than a mile of viaduct construction would be 
needed to quadruple the track between Stepney East and the 
point where the Underground trains begin to parallel the 
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London, Tilbury & Southend section steam trains. Although 
the work necessarily would be costly and would involve demo- 
lition of some small property adjacent to the line, it would 
greatly improve the operating characteristics of the London- 
Southend line, as there would then be four tracks throughout 
from Fenchurch Street to Upminster. Lengthening of the short 
platforms at Fenchurch Street and the construction of a fly- 
under junction east of Barking, to enable the Kentish Town- 
Tilbury trains to pass beneath the Fenchurch Street-Upminster 
trains, should not present any insuperable difficulties. Addi- 
tional platforms at Fenchurch Street, although it would not be 
easy to provide them, are certainly very desirable. 

While these suggested improvements would do much to en- 
able the management to provide an accelerated and more re- 
liable service, they should not be regarded as substitutes for 
eventual electrification, but merely as temporary palliatives 
which would continue to be advantageous even after electrifica- 
tion had been effected. It may, however, be questioned whether, 
in the event of these betterments being carried out, there would 
be any necessity for quadrupling the track for the entire dis- 
tance between Upminster and Southend. In order to serve the 


new satellite town to be built near Pitsea, it would certainly 
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seem necessary to extend the Underground service from Up- 
minster to that point and to lay two additional tracks for this 
purpose from Upminster to Pitsea. Beyond Pitsea, with elec- 
trical operation and the provision of a bay at Leigh which 
would permit some trains to terminate and reverse at that sta- 
tion, two tracks equipped with colour-light signalling should be 
capable of dealing with as many trains as are needed to carry 
the traffic and provide an efficient service. The more rapid 
acceleration and better climbing capabilities of electric motors 
would cut the journey time on the long climb over the Laindon 
Hills and up the ascent from Chalkwell to Southend. The 
necessity, for locomotive reasons, of sending nearly all steam 
trains on from Southend to Shoeburyness would also be re- 
moved by electrification; in most cases not more than the first 
three coaches of a multiple-unit train need continue beyond 
Southend to provide an adequate service. 

Shortcomings in the track layout are, of course, not the only 
reasons for the present unsatisfactory service. Poor coal and 
insufficient maintenance of locomotives are responsible for an 
undue proportion of present delays. There has been a little 
improvement in this respect during the past year, and there 
should be a steady if gradual reduction in their incidence in 
the years ahead, but it will be necessary to remove the obstruc- 
tions to which reference has been made before an up-to-date 
and rapid service can be given on this line. 

Yours faithfully, 
H. LEPPER 


Railway Fares 


Eynesbury, St. Neots. February 7 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir.—In your Parliamentary Notes in your issue of Feb- 
ruary 4, Mr. James Callaghan is reported as saying that railway 
fares are only 10 per cent. above 1928 levels. 

Evidently he overlooked the fact that in that year the stan- 
dard fare was 14d. a mile (3d. return), and that although 
the companies were repeatedly urged to reduce it to Id. a 
mile (2d. return), they claimed that, if they did so, they would 
lose £10,000,000 a year. 

A few years later, however, they actually reduced it to 1d. 
a mile, with the result that passenger train receipts—which 
for years had been falling—immediately began to increase! 

A couple of years later, the return fare was reduced again 
to 14d. a mile—resulting in another spurt in passenger train 
receipts! At this level, however, it was still higher than by 
road, and it only wanted another small reduction to 14d. 
or 14d. a mile to recover all the competitive traffic (particu- 
larly long-distance) from the roads, as the railways would 
have had the advantage of greater speed. But instead of 
doing this, and filling their ordinary trains, the companies 
vastly increased the number of excursions, at I}d. a mile 
fares, and at enormous unnecessary expense! 

Having forgotten these conditions apparently, the Ministry of 
Transport and R.E. have reverted to the policy of 1928— 
which the results of the subsequent reductions in fares so clearly 
proved had been a mistaken one. 

Ordinary return fares, therefore, should be reduced to 14d. 
a mile, to end this ridiculous anomaly of running hundreds 
of promiscuous excursions, while all ordinary trains are running 
practically empty every day in the week—carrying an average 
of only 50-odd passengers. In no other country do such 
conditions as our present ones obtain. 

Yours faithfully, 
E. R. B. ROBERTS 





Handling Brighton Holiday Traffic 


Hove. April 25 
To THE EpiTor oF THE RAILWAY GAZETTE 

Sir,—i am probably one of many who read with interest the 
editorial note with the above heading on page 430 in your issue 
of April 22. It and, by implication, the press abstract in your 
Scrap Heap columns this week, describing the queue at 
Brighton, are together a fine tribute to the station staff there, 
including the Railway Police. ae 

However, the bare statement in the editorial note that 
between 5 and 10 pm. on Easter Monday, 51 trains left Brighton 
for London, seems to me to do only part justice to the railway 
staff as a whole. : ; 

True, this represents a train every six minutes, on an average, 
leaving Brighton, but it takes no account of the following im- 
portant factors: — 

(1) For 19-1 miles from Brighton to Balcombe Tunnel box 
there is only one up road available for all traffic. 

(2) Though most of the trains would probably not be required 
to stop for passengers before East Croydon or even Victoria, 


there must have been quite a number of stop-at-all-station and 
semi-fast trains to serve intermediate stations. (Many people 
from such places as Hassocks, Burgess Hill and Haywards 
Heath doubtless would have been attracted to Brighton by 
the illuminations, apart from ordinary traffic.) As stopping 
trains take 12 min. longer to Balcombe Tunnel box than non- 
stops, the headway would perforce be irregular, varying from 
about 2 to about 15 min. 

(3) Then, from Preston Park, only 1:3 miles from Brighton, 
there must have been a number of trains frum Littlehampion, 
Worthing, and Hove using the same up road as far as Balcombe 
Tunnel box. 

(4) From Keymer Junction onwards there would be the addi- 
tional traffic from Hastings, Bexhill, Eastbourne, and Seaford 
to London, and, moreover, locals from Seaford (and possibly 
Brighton?) to Horsted Keynes, as from Keymer to Copyhold. 
(3) and (4) together must have rerresented a considerable 
volume of traffic on a Bank Holiday evening, over the same 
track. 

In the circumstances, it would be interesting to know what 
was the maximum volume of iraffic in any one hour over the 
up road from Keymer Junction to Balcombe Tunnel box, how 
it was handled, and what was the headway between trains at 
various points. 

Yours faithfully, 
F. S. BOND 


The Russian Railways 


Frognal, N.W.3. April 30 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sik,—In a letter printed in your April 29 issue, Mr. P. E. 
Garbutt suggests that the density of a country’s railway freight 
traffic depends largely on the ratio of route-miles to popula- 
tion. On that reasoning, India, before partition, ought to have 
led the world, as less than 40,000 miles of line of all gauges 
served from 300 to 400 million people. Actually the Indian 
Government was often uneasy about railway operating results. 

Mr. Garbutt makes a slip in calculating the American wagon 
load at 16 tons in 1937. About a third of the wagons on his 
average train would be empty. The net tons per loaded wagon 
were 27. By 1947 the wagon load increased to 33 tons. On 
a coal road like the Chesapeake & Ohio the wagon load of 
all classes of traffic was 47 toms and the average coal wagon 
carried 59 tons for a distance of 312 miles. Nobody need 
spend time on arithmetic to obtain American results. The 
figures are all tabulated for each district, region, and railway 
in compact shape, the 1948 statistical tables reaching London 
on April 28 by ordinary mail. 

Yours faithfully, 
R. BELL 


Observance of Signals 


The Old Manor, 
Salisbury, Wilts. April 8 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sir,—The recent account of the collision at Ardler Junction 
recalls a point that has often occurred to me and probably 
others. Much loving care, thought, and considerable expense 
have been incurred in the provision of signals and interlocking 
them with points, but little or nothing is done to enforce their 
observance. 

The tubes and underground have “stops” which trip a 
train should it attempt to overrun a signal at danger, the 
Western Region has a system giving an audible warning 
whether the distant is off or on (in the latter case adding a 
partial application of the brake), and certain other areas have 
similar schemes, but the rest have nothing at all. It was recom- 
mended recently that something of the sort be adopted, but it 
will be some time before the equipment can be installed. 

In the case in question trap points would have confined the 
trouble to the branch line. A few years ago there was a case 
of an engine “blinding” down the line ignoring all signals, 
and nothing could be done about it. 

A scheme of continuous indication as used on the Penn- 
sylvania Railroad would seem to be as good as any, particu- 
larly if combined with stops to pull a train up short should 
the appropriate steps have not been taken. 

In your issue of April 8, page 383, is illustrated a new wagon 
mover. Presumably the adjective “new” applies to the con- 
struction, as one seems to recollect this type right back to the 
dim and distant past. The earlier models were entirely of ash 
with about a foot of the crowbar end covered with a strip of 
iron, top and bottom only. 

Yours faithfully, 
COURTENAY BARRY 
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The Scrap Heap 


How To ASSESS SALARIES 

Although official salaries were widely 
mentioned at recent conferences, a con- 
stant complaint being that officials of the 
new boards are paid too much in the 
higher grades, no one seems to have sug- 
gested Jeremy Bentham’s “simple solu- 
tion” of the question. It was that the 
proper amount of emolument which should 
be allowed to any office “may be ascer- 
tained by a general method simple as it 
is efficacious. Allow the official to dis 
charge his duty by deputy and mark what 
is paid to the deputy. The proper salary 
is that paid to the deputy."—From “ The 
Manchester Guardian.” 


TIME Lost By LOST BOY 

The 6.55 p.m. train from Euston to 
Wolverhampton was stopped near Ched- 
dington after a report that a boy was miss 
ing from it. The line was searched. Main- 
line expresses tc and from Euston were 
held up for more than an hour. The boy 
was not found. 

Chief trains affected by the hold-up were 


two B.I.F. specials returning from Bir- 
mingham. They were 78 and 82 minutes 
late. 


The 4.5 p.m. and 5.25 pm. from Liver 
pool were 106 and 80 minutes late. The 
7.20 p.m. and 7.30 p.m. Euston to Scotland 
were 70 minutes late—From the “ Daiis 
Mail.” 


7 * * 


WAR ON WEEDS 

The London Midland Region is waging 
war on weeds. Two special trains with 
sleeping and dining accommodation for the 
weed-killers and their cook are being used. 
The first train left Crewe on May 2 and 
the second leaves Derby May 9. In all, 
the two trains, travelling at a maximum 
speed of 25 m.p.h., will spray a special 
weed-killing solution over 3,500 miles of 
London Midland Region track and use 
200,000 gal. of killer solution. The trains 
are composed of an engine, brake van, 
passenger coaches for the staff, and tank 
wagons containing the weed-killing solu- 
tion. Each train carries a set of six adjust- 
able self-cleaning jets giving umbrella 
sprays like rain. The trains will operate 
until July. 
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THE QUEUE BECOMES A LEGEND 

Under this heading The Brighton & 
Hove Herald describes the Easter Monday 
queue leading to Brighton station. The 
following are extracts from the descrip- 
tion :— 

“*The Queue,’ which was the cul- 
minating feature of Brighton’s record 
Easter, was the main topic of conversa- 
tion after the holiday and will be a stan- 
dard of comparison for years to come. It 
started to form at about four o’clock on 
Monday afternoon. Before long, taking 
up the entire east pavement, it stretched 
from the station down Queen’s Road and 
into North Road as far as Upper Gardner 
Street; it then doubled back to Queen’s 
Road and down to the Clock Tower, then 
down North Street, at one time as far as 
New Road! ” 

It may be noted that, as measured on 
a 6-in.-to-a-mile map, the length of the 
queue was, at its maximum, nine-tenths of 
a mile. Its shape was an inverted F re- 
versed. The description continues: 

* Police marshalled the ‘* procession,’ 
which was orderly and good-tempered, 
moving at a brisk walking pace towards 
the station. Officers in loud-speaker cars 
toured the town advising people where to 
join the queue... . 

* Other officers boarded station-bound 
buses and advised passengers to get off 
when they reached the tail end of the 
queue.” 

These facts and those set forth in an 
editorial note entitled “ Handling Brighton 
Holiday Traffic,” in our issue of April 22, 
together give some idea of the volume of 
traffic handled at Brighton station on 
Easter Monday evening, and destined for 
London alone, presumably. 


* ~ * 


A MAN’s. TRAINS 


Mr. D. Sheppy—the man they called 
* Puff-puff Sheppy * on the Southern Rail- 
way—has retired after 43 years of service. 
Officially he was Eastern Divisional Motive 
Power Superintendent, the man who pro- 
vided the engines. 

Mr. Sheppy has watched revolutions on 
the railways. As a boy he spent his spare 
time watching trains. He ended up by 
having under his control 4,000 men and 
nearly 700 engines running in and out of 
six London termini. 

Royal trains always worried him. One 
that brought King George V to London 

did the job on time. Next 
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day it blew off its by-pass 
wheels in Sevenooks Tunnel. 


jOur italics —Epb. R.G.] 
Later, when it was to. take 
Queen Mary to Bexhill, it 


blew out the steam-heating 
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Battersea engine sheds and 
was collecting others from 
the other three main lines. 
Collecting engines for sum- 
mer services, and trip trains 
took weeks. Even then a 
specially fine morning would 
often mean a call for 20 
extra engines.—From “ Star 
Man's Diary” in “The 
Star” London. 
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Our morning mail train usua!ly hangs 
about a certain station quite a long time 
while w+ passengers get ourselves cups of 
tea and slices of cake and biscuits, in the 
continued absence of the pre-war res. 
taurant car. After a longer delay than 
usual a West Highlander went up to the 
stationmaster and said: “Why will the 
train no’ be after starting? ” to which the 
stationmaster replied with considerable 
difficulty: “‘ How would a man be blowing 
the whistle with his mouth fu’ 0” beescuit® * 

M. P, 


* * * 


100 YEARS AGO 


From THE RAILWAY TIMES, May 5, 1849 


EASTERN COUNTIES RAILWAY. 


REPLY OF THE DIRECTORS TO THE REPORT oF 
THE COMMITTEE OF INVESTIGATION. 

On Saturday last the Directors of this Company 

held a Board meeting, to take into consideration the 

report of the Committee of Investigation, and the 

following reply has been issued :— 

The Directors have carefully considered the report 
of the Committee of Investigation, and would be 
wanting in their duty to the shareholders were they 
to delay for a single day making known to them the 
sentiments they entertain with regard to its chief 
recommendations. 

They have no wish to extenuate their conduct in 
respect to those matters where blame can be placed 
upon the Board asa body, while they regret that 
they did not earlier oppose the influence which led 
to erroneous measures. The facts are before the 
proprietors, who can form their own opinion. They 
will bear in mind, however, the circumstances under 
which Mr. Hudson was invited by the shareholders 
to take the uncontrolled direction of the under- 
taking, the expectations he held out of great increase 
of revenue from the opening of the Syston and 
Peterborough line, which have not been realised; 
and that, whenever Mr. Hudson was thwarted in 
his views, he threatened to leave the Direction of 
the Company, and it was considered that it would 
not be agreeable to the proprietors that he should do 
so. Therefore his wishes were concurred in and 
carried out by the Board. That various sums which 
ought to have been charged to revenue have been 
carried to capital, now unquestionably appears ; but 
at the same time it is undeniable, that to state the 
amounts charged to capital, as improperly so 
charged, at 320,5721. is a great exaggeration. Itis 
true, for instance, that sums to the extent of 
$4,0007. and upwards, forming portion of the 
320,5727. have been charged by the Directors 
to capital instead of revenue, as the interest 
of unproductive capital. But whether this be 
right or wrong, it has been a practice pursued by all 
other Railway Companies; it is defensible upon 
substantial grounds, and the shareholders have them- 
selves been parties sanctioning the charge. Many 
other sums also, forming an aggregate of upwards 
of 100,000/. also forming portion of the 320,572I., 
and chiefly connected with the rolling stock, have 
been treated during the last three years as charge- 
able to capital, which they properly were. . These 
sums the Committee of Investigation seek to bring 
back against the past revenue, whereas the true 
complaint on their part should, in the opinion of the 
Directors, have been that no depreciation fund had, 
during this period, been formed out of the revenue 
As to this point, the Directors have to remind the 
shareholders that, before Mr. Hudson joined the 
Board, the principle of a depreciation fund had been 
established, at the credit of which stood the sum of 
6,345/., and it was the intention that a half-yearly 
addition should be made to this sum; but Mr. 
Hudson disapproved of the principle; the matter 
was discussed at the general meeting of February, 
1846; and the shareholders having then adopted 
Mr. Hudson’s view of the subject, all further addi- 
tions to the fund were abandoned, and the existing 
reserve of 6,345/. was, in the following half-year, 
made use of, on the face of the printed accounts, ia 
assisting to pay the dividend. 
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OVERSEAS 


THE RAILWAY GAZETTE 


RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 
Electrification Progress 
Work is in progress on the electrifica- 
tion between Bellville and Touws River, 
and Cape Town and Woltemade. The 
steelwork required for the latter is being 
manufactured in the Transvaal. The 
building of the new Salt River substation 
has begun and orders have been placed 
for the equipment needed for the change- 
over from 1.500-volt to 3,000-volt opera- 
tion in the Cape suburban area. 


Reconstruction at Germiston 

A further stage in the reconstruction of 
Germiston Station was reached with the 
completion of platforms 11 and 12 as well 
as 17 and 18, which were brought into ser- 
vice on February 27. 

Platforms 17 and 18, which are the 
northernmost platforms in the new layout. 
will be used largely for native passenger 
trains, whose removal from existing plat 
forms will facilitate substantially the 
operation of suburban services and relieve 
congestion on platforms. The bringing 
into operation of platforms 11 and 12, 
which are to be used for main-line passen- 
ger traffic, will release the old platforms 
Nos. 3 and 4 and enable construction 
work to be pushed ahead on the new 
main island platforms Nos. 3, 4, 5, and 6. 

Germiston has now available eleven of 
the eighteen platforms provided for in the 
remodelling scheme. 


INDIA 
New Road-Rail Ganges Bridge 

Preparations are being made for the 
construction of another great bridge over 
the Ganges, this time near Patna in Bihar. 
It is stated that it will carry a single line 
of railway and a 40-ft. roadway. and 
that the design embodies 15 spans each 
about 400 ft. in length at a considerable 
height above flood level to clear naviga- 
tion. The estimated cost of this great 
structure is believed to approach 
£10,000,000. The railway will occupy a 
lower deck below the roadway, and the 
pier foundations will have a maximum 
depth of 150 ft. below low-water level. 


PAKISTAN 


Ministerial Tour of Eastern Pakistan 

Early in April, the Minister for Com- 
munications made an extensive tour of 
Eastern Pakistan to study the working of 
the East Bengal Railway. Among the 
places visited by him were Chittagong, 
Dacca. and Saidpur. 


Conference of Superintendents 

The North Western Railway held its 
Annual Conference of the Divisional 
Superintendents from April 18-20. Open- 
ing the conference, the General Manager, 
Mr. F. M. Khan, congratulated the Divi- 
sional Superintendents on their achieve- 
ments during the last twelve months in 
spite of formidable difficulties, but warned 
them that the time had not come for any 
one to “sit back and look pretty.” He 
said that the march for progress, and still 
more progress, must continue with the 
same spirit and enthusiasm. He disclosed 
that most of the coal had to be imported 
by the sea route because of the failure by 
the Indian Railways to transpori by rail 
the quota agreed on. As the freight by 
the sea route was Rs. 40 per ton more 


than by the land route, the N.W.R. had to 
incur an additional expenditure of one- 
and-a-half crore of rupees (about 
£1,100.000) for the carriage of its coal. 
To counteract this rising expenditure, the 
General Manager urged the Divisional 
Superintendents to cut down all unre- 
munerative and unnecessary expenditure 
and to stop every possible source of loss 
of revenue. 


SOUTH AUSTRALIA 


Special Wagons for Carriage of Motor 
Bodies 

Although in normal times motorcar 
bodies would travel by sea, lack of suffi- 
cient shipping space has forced Adelaide 
body-building plants to send their pro- 
ducts to eastern assembly points by land. 

Recently the South Australian Railways 
designed a special all-steel wagon at Isling- 
ton Workshops, Adelaide, for the trans- 
port of motor bodies from Adelaide to 
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tation. He stated that: the railways had 
established beyond doubt their need of the 
full 20 per cent. increase; revised figures 
taking in the effect of tax changes in the 
federal budget, indicated a C.P.R. “ defi- 
ciency” of more than $32,000,000 this 
year at present rates, instead of 
$29,000,000 estimated earlier in the hear- 
ings; the credit position of the C.P.R. was 
at a low ebb and it was “imperative” 
that it be restored through provision for 
greater revenues. The railways themselves 
did not want “excessive” rates; they 
faced severe competition and had to keep 
rates at levels that would bring business. 

If rates were not kept abreast of the 
needs of the railways, they could not pro- 
vide adequate transportation; the board 
should make a finding on a fair-rate base 
and fair rate of return on C.P.R. invest- 
ment. C.P.R. maintenance charges against 
current revenues were not excessive, and 
followed accepted practice in allocating 
items as between capital and maintenance 
expenditures; and the $52,332,000 set by 


the board last year as the C.P.R. earnings 
requirements for fixed charges, dividends 
and surplus was 
the shivpers. (It is 


“most favourable” to 
in relation to this 





Motorcar bodies loaded on special new wagon, South Australian Railways 


Melbourne. These vehicles. designated 
OA class, are 70 ft. long, and are capable 
of carrying twelve or thirteen bodies 
double-tiered. 

Thirty-five of these wagons are to be 
constructed, and on January 31 last nine 
were in service. Each has a 30-ton carry- 
ing capacity and a tare weight of 19 tons. 
Back-loading in Melbourne, by the Vic 
torian Railways, with automotive parts 
and general merchandise, makes the one- 
way motor body traffic an economic pro- 
position. These wagons receive priority 
handling on the fast interstate goods ser- 
vices between Adelaide and Melbourne. 


CANADA 
Freight Rate Hearings 

Tihe Canadian Pacific Railway con- 
tended recently before the Board of Trans- 
port Commissioners that it has “ subsi- 
dised” freight shippers by $45 million in 
the last two years because it was not per- 
mitted to raise freight rates to balance in- 
creased expenses. 

Opening the final argument in the rail 
way application for a 20 per cent. increase 
in freight rates, the C.P.R. also told the 
board that this increase would “fall far 
short” of meeting the company’s 1949 
“deficiency,” and that a considerably 
greater increase would be justified. 

The C.P.R. senior counsel put forward 
eight main points in a four-hour presen- 


figure that the company estimates its 


* deficiency ”’). 


UNITED STATES 
Deviations of Rock Island Main Line 
The Chicago, Rock Island & Pacific 

plans to shorten by 11 miles the 60-mile 
section between Atlantic, Iowa, and 
Council Bluffs, eliminating heavy gra- 
dients and sharp curves. The cost of the 
work is put at $6,000,000. 


Improvements at Houston 

Extensive expansion and modernisation 
of the Houston Belt & Terminal facilities 
have been agreed on by the four parent 
railways of the Terminal Company—the 
Chicago, Rock Island & Pacific; Chicago, 
Burlington & Quincy; Missouri Pacific, 
and Atchison. Toneka & Santa Fe. An 
expenditure of $3,250,000 is involved. The 
improvements will include the construction 
of a 370-acre freight yard. 


ARGENTINA 
Unification of Stations 
The recent reorganisation of the rail- 
ways has made it possible to close a num- 
ber of stations in cities and towns pre- 
viously served by more than one line. 
In San Francisco, the work of transfer- 
ring all services to the station of the 
ex-Santa Fé Railway is already in hand. 
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The traffic of the stations of the San 
Martin and ex-Transandine Railways in 
Mendoza will be transferred to that of the 
General Belgrano Railway early next year. 
In Rosario, where the construction of a 
joint station has been under consideration 
for several years, satisfactory progress is 
being made with the study of the prob- 
lem, which involves the complete realign- 
ment of the nine lines converging on the 
city; the transfer of marshalling yards, 
locomotive sheds, etc., to a new site out- 
side the city boundaries; the abolition of 
close on 100 level crossings; and re-plan- 
ning of parts of the city. 


the operation of rapid streamline trains 
between Ventimiglia and Mulan, about 
300 km. in about four hours against eight 
hours as at present. Direct current is to 
be used also for the electrification of the 
Turin—Milan—Venice, and the Padua— 
Bologna lines, which will be begun in 
1950 with the aid of E.R.P. funds. 


Improvement of Milan-Ventimiglia 
Line 

Communication between Milan and 
Ventimiglia will be greatly facilitated by 
the construction of a new concrete via- 
duct on the Ticino river near Pavia rail- 
way station, and the completion of the 
six-span permanent iron bridge across the 
P river Po between Cava Manara and 

Tenders will shortly be called for by Bressana-Bottarone stations. The latter 
the Government of the Province of cuts out a speed restriction which has in- 
Buenos Aires for the construction of a creased the time of even the expresses to 
new line, 190 km. in length, between three hours for the 154 km. between 
Olavarria and Pehuajo. The cost of the Milan and Genoa, against 2} hr. before 
line, which includes 11 new stations, has the war. 
been estimated to be 28,274,936°44 pesos. 
The present rail distance between the two 
towns is 650 km. 


ITALY 


Direct-Current Electrification 


New Buenos Aires Provincial Railway 
Branch 


JUGOSLAVIA 
Duplication on Belgrade-Zagreb Line 
Before the war, double track on the 
Belgrade-Zagreb main line extended from 
Belgrade to Novska (191-3 miles). From 

The State Railways Administration is Novska as far west as Dugoselo (52°8 
considering the possibility of transforming miles) there was single track only. From 
the three-phase traction system operated Dugoselo, the junction with the Zagreb- 
on the Ventimiglia—Genoa line into the Koprivnica-Budapest main line, 13 miles 
direct current system which will allow of east of Zagreb, the line was again double 


May 6, 1949 


track. The single-track gap between 
Novska and Dugoselo was not important 
because of the existence of an alternative 
route between Novska and Zagreb which. 
leading south of the river Sava and yig 
Sisak, acted as a relief line. The distance 
between Novska and Zagreb via Sisak js 
72-6 miles, slightly more than via Dugo. 
selo, 65-8 miles. The second track op 
the main line was completed between Bel- 
grade and Novska in 1928-29. 

During their retreat in 1944, the Ger- 
mans destroyed the main line between 
Belgrade and Zagreb. After the liberation 
only one track was rebuiit because of lack 
of materials and labour and also with a 
view to re-establishing communication at 
the earliest moment possible. Subse- 
quently, the reconstruction of the second 
track, beginning from Belgrade, was taken 
in hand, and in the Spring of 1948 the 
work was completed as far as Vrpolie, 
1174 miles west of Belgrade, when the 
second track was placed in service between 
Vinkovei, the junction with the main line 
for Subotica, and Vrpolje, 203 miles (33 
km.). The progress made since then en- 
abled the second track over the 74-mile 
section Vrpolje-Novksa (119 km.) to be 
placed in service on April 15 last. This 
restored the pre-war situation except for 
the Dugoselo-Zagreb section, where the 
absence of the second track is of little 
consequence for the time being. as the 
traffic with Hungary has not been restored 
yet over that line. 





buted by officers of the S.N.C.F., all ex- 
perts in the particular branch, which 
cover the whole range of railway activi- 
ties, and each one of which is given 
authoritative and exhaustive treatment. It 
is not possible here to list each subject 
dealt with; permanent way design, station 
and bridge modernisation, locomotive and 
carriage and wagon development, braking 
fast trains, and handling goods traffic are 
but a few of the numerous topics. In 
view of the importance of the nine-year 
electrification project, of which the chief 
feature is the conversion of the old 
P.L.M. main line, electrification is fully 
described and there is a particularly in- 
teresting review of the investigations 
which the S.N.C.F. is conducting into the 
possibility of adopting the 50-cycle sys- 
tem for more lightly-trafficked lines. 
Ancillary activities of the S.N.C.F. also 
ably described include door-to-door ser- 
vices, ticket printing, accounting, and 
social services. Altogether this publica- 
tion, with its wealth of information and 
excellent layout, well befits the magnitude 
of its subject. 


Publications Received 


The Corris Railway. Compiled by 
Lewis Cozens. Sutton, Surrey: 98, Grove 
Road. 8} in. x 5} in. 40 pp. Illus- 
trated. Paper covers. Price 4s. 3d.—This 
2 ft. 3 in.-gauge railway connected the 
slate quarries of the Corris Valley with 
the main line of the former Cambrian 
Railways at Machynlleth. It was author 
ised in 1858, opened in 1859, and worked 
by horses until it passed into the hands of 
the Imperial Tramways Co. Ltd., in 1878. 
Nine years later, the owning company 
became an associate of the Bristol Tram 
ways & Carriage Co. Ltd., and in 1930 the 
Corris Railway was sold to the G.W.R. 
Passenger services were suspended on 
January 1, 1931, but goods trains con- 
tinued to run until August 20, 1948. when 
flood damage caused the complete suspen- 
sion of traffic. Mr. Cozens has recorded 
the history of the railway, and described 
its chief features and surroundings, in 
detail. The illustrations include several 
early and recent views on the line, loco- 
motives, and rolling stock. Of particular 


interest are the two pages devoted to Murex Metallurgical Products.—Murex 


tickets. Limited, Rainham, Essex, has issued a 23- 
page illustrated booklet presenting a brief 

S.N.C.F. 1944-1948. Supplement to survey of Murex metallurgical and 
Travaux. Paris: Editions Science et In- chemical products and their uses in in- 


dustrie, 6, Avenue Pierre ler. de Serbie. dustry. The company’s works occupy an 
l6e. 124 in. x 93 in. 332 pp. TIllus- area of nearly 100 acres on the north 
trated. Paper covers. Price fr. 585.— bank of the Thames and comprise plants 
This admirable special number is devoted for the production of pure metals, non- 
to the notable reconstruction programme ferrous and ferrous alloys, and chemicals; 
of the French National Railways since they also include a copper refinery, tin 
the liberation and their far-reaching plans smelter, and a plant for the manufacture 
for the future, many of which are already of tools and wear-resisting parts based on 
in course of execution. M. Lemaire, cemented tungsten carbide hard metal. A 
President of the S.N.C.F., contributes an subsidiary, Murex Welding Processes 
informative preface in which he sum- Limited, Waltham Cross, has a modern 
marises the great work already accom- all-welded factory and is claimed to be 
plished and that to be undertaken. The the largest producer of welding electrodes 
work is divided into three sections—way and plant in the United Kingdom. 
and works, locomotives and rolling stock, Among the metals and chemicals pro- 
and operating—and these sections in turn duced by Murex Limited may be men- 
are subdivided into many articles contri- tioned tungsten. vanadium, molybdenum, 


chromium, copper, titanium, manganese, 
aluminium, nickel, tantalum, niobium, 
boron, and cobalt. The booklet. available 
in English, French, and Spanish, may be 
obtained direct from Murex Limited. 


Tours by Rail and Road.—Coras lom- 
pair Eireann has brought out a thirty-two 
page booklet, attractively produced, 
giving details of the motor coach and 
“circular” and “one-way” tours by bus 
and train which it is overating this year. 
A specimen motor coach tour is one occu- 
pying nine days, from Dublin to Wexford, 
Cork, Killarney, Galway, and Sligo and 
back to Dublin, for only £22 inclusive. 
Of the “circular” tours may be quoted 
one to Galway, Clifden, Killarney, Cork, 
and Blarney, at an inclusive charge. third 
class, from Dublin of only £4 6s. Rail 
and-road tour tickets may be obtained by 
post from C.LE. Booking Office, 33, 
Bachelor’s Walk, Dublin. For reserva- 
tions for motor coach tours application 
should be made to the Manager, Road 
Passenger Services, C.I.E., Touring Coach 
Reservations, 59, Upper O’Connell Street, 
Dublin. A novel travel feature for off- 
season visitors is the issue between Octo 
ber 16 and Aoril 30 of special combined 
travel and hotel tickets for seven days or 
for weekends at reasonable charges. 
Accommodation is at Great Southern 
hotels. For example, a seven-day tour 
from Dublin to Galway, with accommoda- 
tion at the Galway Hotel, costs only 
£9 10s. first class. A weekend stay at 
Kenmark Hotel costs £5 5s., including 
third class rail fare from Dublin. 


Travel in France by Train.—The French 
National Railways have produced an 
attractive booklet, illustrated in colour and 
black and white, intended to introduce in- 
tending British visitors to the railways and 
the tourist regions they serve. The publi- 
cation is divided into sections including 
Paris, the sea. culture, gastronomy and 
sport, mountain regions, spas, and ancient 
buildings. 
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British Railways All-Steel Carriages 


Prototype of an order for 150 all-steel main-line carriages 





Vew 60-ft. corridor composite-coach of all-steel construction, built at 


Derby 


A NEW 60-ft. corridor composite-coach, 

with the body of all-steel design, has 
been developed and constructed at the 
Derby Carriage & Wagon Works of 
British Railways, London Midland Region, 
and is the prototype of an order for 150 
all-steel vehicles, which are to be manu- 
factured for main-line service. The 
general exterior profile is similar to L.M.R. 
standard practice, that is, elliptical roof 
and inward sweep below the waist, and 
the principal dimensions of the new vehicle 
are as follow: — 


Length over body and underframe ... 60 ft. 03 in. 
Maximum width over body ‘ 9 ft. O in. 
Length over buffers oe. . 63 fe. 8$ in. 
Centres for bogies 43 ft. 6in. 
Bogie wheel centres ; » Sac, 
Axle journals ’ ‘ Yin. x 4gin. 
Height from rail to top of roof plates.. . fe. 4hin. 
First class compartments.. .. 3, seating 18 
Third class compartments. 4, seating 24 


For ease in loading and enteadine. the 


Carriage & Wagon Works 


type, with 9 ft. wheelbase and 9 in. by 
4 in. axle journals. The suspension 
comprises two pairs of steel helical bolste: 


springs with eyebolts and _ knife-edge 
swing beam mounting, and over each 
axlebox there is a 5 ft. semi-elliptic 
laminated spring fitted with rubber 
auxiliary springs. 


Underframe 

The steel underframe, although in many 
ways similar to standard L.M.R. designs, 
has been designed with lighter sectioned 
solebars, and angle trusses have been fitted 
to both longitudinals as well as solebars, 
and the general design permits the mount- 
ing of a range of varying body designs. 
The tare of a completed vehicle is 30 tons 
12 cwt., which compares with 31 tons tare 
weight of a standard coach of normal con- 
struction. 

The design of this 


vehicle has been 
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Corridor bodyside; compartment bodyside; 
roof; end framing and panels. 

Each unit construction comprises a 
light-steel skeleton structure made up of 
pressings from Nos. 10 and 14 gauge deep 
drawn quality steel, to which is welded 
the outer panel of 16-gauge panel steel, 
roof panels being galvanised steel. The 
skeleton structure joints are arc welded 
and the panelling is secured to the body 
structure by metallic arc plug welds. 
These units are erected and welded on the 
underframe to form the body shell of the 
vehicle. 

Corrosion 

The element of corrosion has been a 
serious feature in the development of all- 
steel construction, whether it be carriages, 
wagons, or other vehicles, and in the case 
of all-steel carriage body design, very 
careful consideration had to be given not 
only to the protection of the exterior sur- 
face, but also to interior steel faces covered 
by interior timber finishings. 

Quite apart from the protection that can 
be given by painting and similar! processes, 
the design must be such that the condensa- 
tion which is likely to arise, can be re- 
duced to the absolute minimum. As this 
is more likely to occur on the steel in- 
terior face, due to fixed interior finishing, 
a feature of the design of the steel coach 
is an interspace between the two, to pro- 
mote air circulation in the body and roof 
spaces from underframe solebar level to 
cantrail and roof, with a view to main- 
taining a continuous flow of air. This is 
aided by extractiom vents, which have been 
fitted to the roof interspace, these being 
of the standard type used for compart- 
ment ventilation. 

The interior paint protection for the 
steel members and panelling has been 
determined from various tests carried out 
by the L.M.R. paint research laboratories, 
and comprises : — 

(1) Acid panel wash to obtain a chemi- 
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18 FIRST CLASS SEATS 
24 THIRD CLASS SEATS 
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Layout and principal dimensions of the new vehicles 


corridor is provided with four entrance 
doors, two feeding each class; entrance on 
the compartment side is by two doors only, 
via the end lobbies. There are separate 
toilet facilities for first and third-class 
passengers. 

The steel body shell is welded direct to 
a steel underframe and supported on 
standard L.M.R. four-wheel 


bogies of 


evolved by collaboration between the 
design office and production staffs, and 
each feature of the design has been care- 
fully considered to assist and simplify pro- 
duction. Consideration was centred on a 
design of body to permit unit construction 
and progressive assembly procedure; in 
consequence it was decided to construct 
the body shell from the following units: 





cally clean surface to accept the first coat 
of paint. 

(2) One coat of metal priming paint. 

(3) Three coats of bituminous emulsion 
to L.M.R. specification 215. 


The bituminous emulsion is applied 
after’ erection and remains in a semi- 
plastic condition; thus the resistance 


offered to rupture by shock, and so on, 
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affords a particularly effective protection 
against corrosive elements. 

A detailed feature of the design is found 
in the unit forming the end of the coach, 
where, so as to resist impact, members of 
considerable strength have been introduced 
into the structure. An illustration of a 
complete end appears on another page, 
and it will be noted that the members 
forming the frame-work are of relatively 
strong section, the gangway and corner 
pillars being Z section, formed from 
$-in. thick plate, having a 3-in. depth to 
the leg of the section. The intermediate 
vertical stiffeners and all cross-stiffeners 
are formed from 10.G. material in Top 
Hat Section, 4 in. by 2 in. 

To accommodate workshop tolerances, 
it was felt that some means of compen- 
sating for slight variations in the various 
units should be catered for, and in conse 
quence, the methods of joining the various 
units was given considerable attention. In 
the case of attachment of bodyside framing 
to the underframe, this is accomplished 
by means of pressed-steel brackets fitted 
to each pillar and stump pillar, the bracket 
being formed to fit the cross-section of 
the pillars and by the nature of their 
application permit vertical, longitudinal 
and transverse adjustment of the bodyside 
in relation to the underframe. The end 
and roof fixings also are suitably designed 
to permit of necessary adjustments. 
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Diagrammatic representation of air 
flow through steel body interspace 


The roof, designed as a standard unit, 
is applicable to various types and lengths 
of carriages, and has the carlines spaced 
at equal intervals, so that a standard 
dimension may be maintained for roof 
panels and purlins. The gutter is designed 
for separate attachment after erection of 
the roof to bodysides. Stainless-steel bolts 
and nuts are used for securing the gutter, 
an air inlet for ventilation of the roof 
space being obtained by means of packing 
washers between the roof panel edge and 
bodysides. 
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The various details comprising the body 
structure were designed for production as 
pressings, so that quantity production 
could be achieved to standard dimensions, 
With the introduction of all-steel body 
framing, a new method of securing the 
interior finishes had to be devised, and 
the method adopted has been to apply 
timber fillets to the interior faces of the 
steel frame, to which the interior finishing 
panel timber plys can be ultimately 
secured. The timber fillets are secured to 
the steel members by means of No. O.B.A. 
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operation, before the main operation that 
produces the final roof shape. In the 
design of the press tool, allowance has 
been made for over-bending, to compen- 
sate for spring-back of the material. The 
main body pillars follow a similar opera- 
tion, whilst body rails are formed either 
in a press tool, or by press brake opera- 
tions. 

Construction of the body side unit can 
be regarded as typical of all units making 
up the body shell, and in principle com- 
prises the assembly of the steel component 


SIDE PILLAR 


WAIST RAIL 





FINISHING 


BARREL UNIT 


Method of fastening studs and timber fairing 


steel studs, these being welded in situ by 
a Cyc-Arc welding appliance. Standardisa- 
tion of stud centres has been adopted to 
enable standardisation of timber fillets. 

After various alternatives had been con- 
sidered, a timber floor was fitted to facili- 
tate the securing of partitions and other 
interior floor fitments, and consists of two 
layers of tongued and grooved boards on 
a hard-wood framing, finally covered with 
felt and linoleum. 

Detailed construction of each body unit 
concerns, in the main, the manufacture of 
the steel component pressings for which 
power presses are used, capacities varying 
from 5-350 tons. A typical pressing—the 
roof carline—is shown in stages of manu- 
facture in two of the accompanying illus- 
trations, from which it will be seen that 
the two ends are pre-formed as an initial 


pressings in a fixed floor jig, and welded 
to form the skeleton structure. These 
assembly jigs are designed as permanent 
foundations of substantial weight, on 
which adjustable jigging bars are located 
to accommodate any type of steel carriage 
construction. 

The sequence of erection of the body 
units starts with the alignment and posi- 
tioning of body reference jig units, which 
are bolted on the underframe, or chassis. 
of the coach, and serve as supports for 
the body sides during erection and weld- 
ing operations. The method of securing 
the body side to the underframe is by 
independent pillar brackets previously re- 
ferred to, and allows vertical and lateral 
adjustment of the side unit relative to the 
underframe. 

The body ends then are erected, cornet 
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We Welding frame to body panel 


fixings being fitted to secure ends to body 
side. The end pillars are welded direct 
to the headstocks of the underframe. The 
body erection is completed by the lower- 
ing of the roof unit, fixing to the body 
shell being effected by ?-in. dia. loca- 
tion bolts, passing through respective cant 
rail sections of the body side and roof 
units. The cant rails are finally secured 
together by a series of 4-in. dia. snap head 
rivets, a Broome & Wade Squeeze 
Rivetter having a hydraulic riveting yoke, 
and operated by a pneumatically con- 
trolled intensifier, being used. 





Carline presetting 


Body construction is completed by the 
laying of the timber floor direct on the 


underframe; this comprises a floor frame 
of hardwood longitudinals and cross- 
bearers, which form pockets for the 


double fixings of softwood floor boards. 
Compartment partitions are erected and 
timber packings are applied to the steel 
body members ‘as a foundation for the 
fixing of the interior decorative finishing 
timbers. The final equipment of finishings, 
trimmings, glazing, and electric lighting 
follows normal building practice. The 
underframe and bogie building also 
follows well-established practice, and 
Totary jigs are used in bogie building to 


facilitate downhand welding of all main 
joints. 

A feature of the interior finish is the 
elimination of all sharp corners from the 
compartment and corridor ceilings, by the 
introduction of ceilings of an arch forma- 
tion. The ceiling sweeps blend at the 
corridor partition into a common through 
pocket, designed to accommodate the com- 
plete coach circuit wiring. 

The three first-class compartments, 
measuring 7 fit. 2 in. by 6 ft. 2 in., are 
furnished with sprung seats, with spring- 
filled loose cushions. The seat backs and 
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give the maximum comfort in the space 


available. Accommodation is provided 
in four compartments for 24  pas- 
sengers. Hinged arm-tests are fitted, which 


fold back flush with the seat backs, so as 
to allow space for a further 16 passengers 
in a coach, should this be necessary during 
peak travel periods. These seats and 
backs are covered with cut moquette of 
patterns and shades to tone with the third- 
class finishing of veneered p!ywood. The 
veneers used are peroba veneered ply- 
wood; later vehicles are to be fitted with 
makore and kevazingo veneers. As in the 
first-class compartments, care has been 
taken in design to avoid unnecessary pro- 
jections and mouldings, and to obtain matt 
flush surfaces. 

Luggage racks are fitted above each seat 
in both first and third-class compartments, 
with a mirror below, which is mounted by 
means of corner brackets in the first class, 
and a-wood frame in the third. Brackets 
also are fitted to the body side of each 
compartment to accommodate the tables 
which are carried in the lobby at the end 
of the vehicle. 


Window Design 


The windows are in accordance with the 
usual L.M.R. standard, being 4 ft. wide, 
with a sliding light ventilator of large 
maximum opening fitted above the fixed 
window. Corridor windows are arranged 
opposite the compartments, which have 
large double sliding doors to the corridors. 
These doors are fitted with large windows, 
so that ample field of vision is obtained 
from the seats at the corridor side of the 
compartments. The windows in the first- 
class compartments are fitted with self- 
coloured curtains of a simply designed, 
delustred material, to tone with the seat 
coverings, and similar curtains are pro- 
vided at the corridor partitions. These 
compartments are furnished with thick pile 





Carline final operation 


head rests are well upholstered and deeply 
sprung, and head and arm rests are pro- 
vided at each side of every seat; the arm 
rests are hinged to the head rest frames. 
Each compartment seats six passengers. 
The seats, backs and head and arm rests 
are covered in uncut moquette of a shade 
which tones with the finishing of plywood 
panels veneered with teak on the first 
vehicle. Later vehicles are to be fitted 
with teak, imbuya, French walnut and 
maple butt veneers. 

The third-class compartments measure 
6 ft. 3 in. by 6 ft. 2 in. and have double 
sprung seats, with upholstered seat backs 
and head rests, that have been designed to 


carpets of colours harmonising with the 
curtains, and a runner carpet is laid along 
the corridor floor at the first-class end of 
the vehicle. 

The metallic fittings in the first-class 
compartments are finished in satin matt 
brass, and those in the first-class corridors 
are satin matt nickel. In the third class 
compartments, the 4-ft. windows, sur- 
mounted by sliding light ventilators of the 
same pattern as the first class, are fitted 
with spring blinds in biue and goid 
tapestry. Similar blinds are fitted to each 
corridor sliding door, and are controlled 
by cable guides, so as to be adjustable to 
any position. Care has been taken in de- 
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Erection of the body sides 


signing the corridor sliding doors for both 
first- and third-class compartments to ex- 
clude draughts, by the fitting of special 
draught preventers on the door side and 
bottom edges. The metallic fittings in the 
third-class compartments and the corri- 
dors are finished in oxydised Venetian 
bronze. 

Each toilet compartment is furnished 
with a white fireclay wash-basin of 
standard pattern, with hot and cold water 
supply, and a large mirror above. A white 
earthenware water-seal w.c. hopper, with 
pull-down flushing handle, is provided. 
The walls are of flush appearance, and 
painted with an egg-shell surface in duck- 
egg blue. The metallic fittings on the 
wash-basin and heater cabinet are either 
chromium or nickel plated: other fittings 
are oxydised Venetian bronze (third class), 
of satin matt nickel (first class). The 
general space heating of the compartment 
in winter is by means of Westinghouse 
four-column steam radiators, one of which 
is housed in each compartment. A 
Westinghouse lavatory water heater is 
enclosed in a case above each basin to 
provide a supply of hot water. 

Heating 

The compartments are steam heated in 
winter by means of two 3 (ft. gilled tubular 
heaters of the atmospheric type, one under 
each seat, which can be controlled by the 
passengers. Steam heaters also are pro- 
vided for the corridor, and these are 
housed in recesses in the body side and 
covered by metal grilles. 

The new vehicles are ventilated on the 
extraction principle, two roof extractors 
being provided for each compartment and 
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one for each toilet, with additional ventila- 
tion in the compartments and corridor 
from the sliding lights above the window. 
Each toilet compartment also is fitted with 
a special extractor ventilator in the body 
side above the window, to ensure an 
adequate rate of air change. 

Electric lighting is provided by the 
L.M.R. standard Wolverton system. This 
is a single battery equipment, the regulator 
of which combines all the necessary 
switch gear as a unit. Lighting is by 
means of 15-watt lamps, of which there are 
five in each third-class and six in each first- 
class compartment. There is one ceiling 
lamp fitted in the third-class compariment, 
carried in an opal fitting; in the first-class 
compartment a doubte fitting with opal 
shade and double filament lamps with 
dimming switches controlled by the pas- 
senger. 

In each compartment there are four 
seat back fittings of ivory-coloured plastic, 
The coaches are fitted with through light 
control and bell circuit, and all circuits 
are protected by non-interchangeable fuses 
of the cartridge type. 
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Body end, where, so as to resist impact, members of 


considerable strength have been introduced into the structure 





COMPAGNIE INTERNATIONALE DES WAGONS- 
Li1s ET DES GRANDS EXPRESS EUROPEENS. 
—Net profit for 1948 derived from sleep- 
ing car, restaurant car, and other services 
(hotels, station restaurants and buffets, etc.) 
amounted to Belg. fr. 197,997,861 in 1948, 
or nearly 15 per cent. more than that of 
fr. 171,853,868 attained in 1947. To the 
first-named total must be added the profit 
of fr. 815,892 from securities and other 
stock. The comparable item in 1947 
amounted to fr. 5,907,569, owing to substan- 
tial realisations of stock held. After de- 


ducting expenditure and all charges, inclu- 
sive of allecation to sinking fund, totalling 
fr. 12, 333,648 as against fr. 4,848,630, also 
the loss brought forward (fr. 19,164,349) 
and after wiping out the debt which had 
accrued from wartime developments (fr. 
49,404,581) the surplus available for dis- 
tribution totalling fr. 95,109,255 was used 
in respect of depreciation of the rolling 
stock which had been revalued. The excess 
of fr. 70,372,859 which had resulted from 
the 1947 accounts had been used for partial 
amortisation of existing losses. 


LONDON MIDLAND REGION WOMEN’S 
AMBULANCE COMPETITION.—Mr, W. P. 
Allen, Member of the Railway Executive, 
presented the winner’s cup to Manchester 
L.M.R. Women’s Ambulance Team at the 
recent London Midland Region Women’s 
Ambulance Competition at Derby. Somers 
Town Women’s Ambulance Team, which 
won the cup last year, finished only a few 
marks behind Manchester. This year’s 
entry of sixteen teams in the L.M.R. 
Women’s Ambulance Competition was an 
increase of 3 over 1948. 
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British Railways All-Steel Carriages 


General views of the first and third class compartment interiors 





RAILWAY LENGTHMAN’S GALLANTRY—Mr. 
C. K. Bird, Chief ‘Regional Officer, Eastern 
Region, recently presented a cheque and 
framed certificate to Mr. W. F. Coare, 
lengthman, of Leicester, who displayed 
outstanding gallantry and coolness when a 
goods train became derailed and the en- 
gine overturned and came to rest half-way 
down a 40-ft. embankment. Heedless of 


Interior of the body shell 


his own safety, Mr. Coare pulled the fire- 
man clear of the footolate, where he had 
been lying trapped, assisted him down the 
embankment through coal falling from the 
engine, and rendered first aid. He after- 
wards returned and endeavoured to locate 
the missing driver, who could not be 
found, but who later proved to have been 
killed. 


L.M.R. (LONDON) ORCHESTRAL SOCIETY. 
In the former Shareholders’ Meeting 
Room, Euston, today, Friday, May 6, at 
7.15 p.m., the London Midland Region 
(London) Orchestral Society will present 
a vocal and instrumental concert. This 
will be the farewell appearance of Mr. 
Walter E. Chalk, who has conducted the 
orchestra for the last 26 years. 
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Swiss Federal Railways in London 


























Mr. H. O. Ernst, Manager of the Swiss National The reception counter at the new London offices of 
Tourist Office & London Agency of the Swiss the Swiss Federal Railways which were opened 
Federal Railways recently 





A view showing the interior arrangement of the new offices 
Photos| (Paul Henning 
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Swiss Federal Railways in London 


A general view of the reception hall at the new offices of the Swiss Federal Railways 
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The exterior of the offices of the Swiss Federal Railways at 458, Strand, London, opened last month 
Photos} {Paul Henning 
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RAILWAY 


PERSONAL 


B.T.C. CHIEF SOLICITOR 

The British Transport Commission has 
appointed Mr. H. B. Gilmour, at 
present Solicitor for the Western Region, 
British Railways, to be Chief Solicitor to 
the Commission. Mr, Gilmour, who is 44 
years of age, was appointed Solicitor to 
the Great Western Railway in 1945. 


Mr. P. R. Angus. Chief 
Mechanical Engineer, Mr. A. J. 
Ede, Transportation Superin- 
tendent, Mr. J. W. Porter, 
Signal Engineer, and Mr. C. A. 
Mackersey, Electrical Engineer, 
New Zealand Government 
Railways, have arrived in 
London on a short visit. 








We regret to record the 
death on April 25 of Mr. 
Esmond Harding Keelan, who 
retired in 1935 as Deputy Chief 
Operating Superintendent, 
North Western Railway, India. 





The British Electric Traction 
Co. Ltd. announces that Mr. 
W. M. Dravers has been ap- 
pointed General Manager of 
the South Wales Transport Co. 
Ltd. and of its subsidiary, the 
Swansea Improvements & 
Tramways Company, from 
July 1 next. The vacancy 
which arises with Sheffield 
United Tours Limited, of which 
Mr. Dravers- is at _ present 
General Manager, has _ been 
filled by the appointment of 
Mr. B. Goodfellow. at present 
Assistant General Manager, as 
General Manager. 





Sir Graham Cunningham, 
Chairman & Managing Direc- 
tor of the Triplex Safety Glass 
Co. Ltd., has been appointed 
head of a department repre- 
senting British industry which 
will work with the Board of 
Trade in its efforts to increase 


exports to Canada and the 
United States. His appoint- 
ment will not be full-time; 


although it will take up a large 
amount of his time, it will not 
affect his duties at Triplex and 
his other commitments. 





_ The President of the Board of Trade 
in his speech at the Industries Fair banquet 
said that a small group had been formed 
in the City which would be available to 
give advice on financial or banking aspects 
of the export drive to North America, 
and would be made up as follows: Sir 
Charles Hambro (Chairman), a Director of 
the Bank of England, a Managing Director 
of Hambros Bank Limited, and sometime 
Chairman of the Great Western Railway 
Company; Mr. Julian Crossley, Chairman 
of Barclays Bank (Dominion, Colonial & 
Overseas) Limited; Mr. Geoffrey Gibbs, a 
Managing Director of Antony Gibbs & 
Sons, and Chairman of the Export Credits 
Guarantee Department Advisory Council; 
Mr. W. J. Keswick, a Director of Mathe- 
son & Co. Ltd.; Sir Edward Reid, a Man- 
aging Director of Baring Bros. & Co. Ltd., 

and Chairman of the Accepting Houses 
Committee; and Mr. O. E. Wood, Joint 
General Manager of the Midland Bank. 
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We regret to record the death on April 
27, at the age of 68, of Sir John Frederick 
Heaton, F.S.A.A., M.Inst.T., Chairman, 
and until recently Managing Director, of 
Thomas Tilling Limited. He relinquished 
his Managing Directorship on the com- 
pletion of the transfer of the company’s 
interests in passenger road transport and 
road haulage undertakings affected by the 
Transport Act, 1947, to the British Trans- 
port Commission; including a period as 





The late Sir Frederick Heaton 


Chairman, and until recently Managing Director, 


of Thomas Tilling Limited 


Joint Managing Director, Sir Frederick 
Heaton had held the office of Managing 
Director for more than 23 years. He was 
born at Bradford on October 18, 1880. 
He was educated at Bradford Technical 
College, and for a few years after leaving 
was engaged in accountancy. At the age 
of 23 he became Seeretary of Crawshaw & 
Warburton Limited, colliery proprietors, 
of Dewsbury, and while in that company’s 
service passed with honours the final 
examination of the Society of Incorporated 
Accountants & Auditors. He joined the 
staff of Thomas Tilling Limited in London 
as Accountant in 1915, and in 1916 became 
also Secretary; he was elected to the board 
in 1921. In 1918 he had founded the Road 
Transport & General Insurance Co. Ltd., 

of which he was Managing Director until 
1930. He also founded, in 1922, Motor 
Credit Services Limited. He became 
Chairman of Thomas Tilling Limited in 
1930, and he was also Chairman of many 
provincial bus and other companies. In 
1943, Sir Frederick Heaton, who had been 


503 


NEWS SECTION 


knighted in the previous year, was ap- 
pointed, on behalf of the Government, 
Chairman (unpaid) of the group of air- 
craft manufacturing companies associated 
with Short Bros. (Rochester & Bedford) 
Ltd., a position he relinquished in 1945. 
He was a member of the Inland Trans- 
port War Council from 1941 to 1944. 
Further reference to Sir Frederick Heaton’s 
career is made in an editorial article in 





this issue. The funeral took place 
privately at All Saints’, Croxley 
Green, on April 30, and a 
memorial service was held at 
St. Michael’s, Cornhill, yester- 

day (May 5). 
We regret to record the 


death. at the age of 89, of Mr. 
R. W. McVilly, M.V.O., who 
was General Manager of the 
New Zealand Government 
Railways from 1919 to 1924. 





The Marquess of Linlithgow 
(Chairman of the Midland 
Bank Limited) has been elected 
Chairman of the Committee of 
London Clearing Bankers for 
the ensuing year, and Lord 
Balfour of Burleigh (Chairman 
of Lloyds Bank Limited) be- 
comes Deputy Chairman. 





Mr. G. B. F. Neele, General 
Manager of the Leopoldina 
Railway, arrived back in Rio 
de Janeiro from England by 
air on April 27. 





Mr. T. B. Welch, Chief 
Mechanical Engineer, Nigerian 
Railway, has arrived in London 
on leave. 





ROAD TRANSPORT EXECUTIVE 

The Road Transport Execu- 
tive announces the following 
appointments:— 

Mr. R. B. Hoff. Purchasing 
Agent, London Transport 
Executive, to be Chief Stores 
Officer, Road Transport Execu- 
tive. 

Mr. T. G. Gibb (formerly 
Director of Currie & Co. 
(Newcastle) Ltd.) to be Divi- 
sional Traffic Officer, Western 
Division (Freight). 

Mr. A. E. Babbs (formerly 
North Western Area Manager of Northern 
Motor Utilities Limited) to be Divisional 
Traffic Officer. North Western Division 
(Freight). 





Mr. William D. Coltman, Head of the 
Rolling Stock Section, Operating Superin- 
tendent’s Office, Western Region, British 
Railways, who has retired, has, since he 
entered the service of the Great Western 
Railway in 1903, in the former Carriage & 
Wagon Department at Paddington, been 
continuously associated with the control 
and distribution of passenger and freight 
rolling stock. Among his largest tasks 
were the provision of G.W.R. vehicles for 
forty troop and ambulance trains during 
the two busiest periods of the war—the 
evacuation from Dunkirk and the prepara- 
tion for D-Day. The post-war export 
drive has placed a heavy burden on his 
section. An important event during his 
service was the institution of the inter- 
company control of freight rolling 
stock. 











Mr. J. A. Clarke 


Chief Comptroller of the Ulster 
Transport Authority 


Mr. J. A. Clarke, M.Inst.T., who was 
appointed Chief Comptroller of the Ulster 
Transport Authority after its formation 
last autumn, is a native of Londonderry, 
and commenced his business career when 
he joined the Londonderry & Lough 
Swilly Railway in 1917. Three years later 
he entered the service of the Northern 
Counties Committee, with which he re- 
mained until 1935, serving in its Account- 
ancy and Commercial Departments. He 
transferred to the Northern Ireland Road 
Transport Board on its formation, and was 
appointed Accountant, and, within a short 
time, also Secretary. In 1941 he was pro- 
moted to the position of Chief Executive 
(Finance) and to the membership of a 
committee of four chief officers then set 
up to manage the undertaking, which 
position, together with that of Secretary, 
he continued to occupy until appointed to 
his present post. As Chief Comptroller 
of the Authority, Mr. Clarke is responsible 
for all financial, legal, and secretaria’ 





Mr. A. Morrison 


Chief Officer (Special Duties) of the Ulster 
Transport Authority 





THE RAILWAY GAZETTE 


Mr. James Courtney 


Chief_Engineer of the Ulster 
Transport Authority 


matters, and for the purchase and custody 
of stores, for hotels, refreshment rooms 
and restaurant cars, and for gemeral per- 
sonnel matters. He serves on the Northern 
Ireland Sectional Committee of the Insti- 
tute of Transport. 


Mr. James Courtney, M.I.Mech.E., 
M.Inst. T., who has been appointed Chief 
Engineer of the recently-formed Ulster 
Transport Authority, is a native of the 
Donaghmore district, County Tyrone. 
After serving his apprenticeship as a 
mechanical engineer, he entered, at the age 
of 21, into a partnership which operated 
a bus service from Belfast to an adjacent 
seaside resort; that service was eventually 
acquired, in 1927, by the Belfast Omnibus 
Co. Ltd., to which company he was ap- 
pointed Chief Engineer in the next year. 
In 1935 the undertaking, with those of 
many other road operators, was acquired 
by the Northern Ireland Road Tramsport 
Board. Mr. Courtney was appointed 





Mr. T. B. Andison 


Secretary & Registrar of the Ulster 
ransport Authority 
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Mr. J. W. Hutton 


Chief Traffic Manager of the Ulster 
Transport Authority 


Chief Engineer to the Board at its incep- 
tion, and, in addition to the usual duties 
attaching to that office, was responsible 
for the valuation of all rolling stock and 
capital assets acquired by the Board from 
the various undertakings. In 1941 he was 
appointed a member of an executive com- 
mittee, comprising the four chief officers 
of the Board, set up to manage the under- 
taking, which position he occupied until 
appointed to his present post. He is 
responsible under the Authority for the 
construction and maintenance of road 
vehicles, locomotives, carriages and 
wagons, for the construction and mainten- 
ance of buildings and works, and for the 
maintenance of permanent way, bridges, 
signalling equipment and communications. 





Mr. J. W. Hutton, M.Inst.T., who holds 
the position of Chief Traffic Manager 
under the recently-formed Ulster Trans- 
port Authority, commenced his career with 
the Northern Counties Committee of the 





Mr. Frederic Moore 


Hotels Manager of the Ulster 
Transport Authority 
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then Midland Railway, and later of the 
L.M.S.R., in 1910. During the 1914-18 
war, he served with the North Irish Horse, 
and later with the Royal Ulster Rifles, 
returning to N.C.C. service in 1919. He 
passed through the various departments, 
and was appointed Secretary in 1941, and 
Manager in 1946. With the establishment 
of the Ulster Transport Authority Mr. 
Hutton was appointed to his present posi- 
tion of Chief Traffic Manager, responsible 
for rail and road operations and for all 
commercial matters connected with trans- 
port revenue, in addition to which he will 
carry Out the same functions in respect of 
the steamship services of the British Trans- 
port Commission as were previously car- 
ried out by him as Manager of the N.C.C. 


Mr. 





A. Morrison, F.C.LS., M.Inst.T., 
who has been appointed Chief Officer 
(Special Duties) of the recently-formed 
Ulster Transport Authority, is a native of 
Scotland. He started his business career 


in London, and then, after serving in the 


Royal Fusiliers in the 1914-18 war, he 
went to Carrickfergus in Northern Ireland. 
In 1930 he joined the Belfast Omnibus Co. 
Ltd. as Chief Accountant, and was later 
promoted Assistant General Manager. 
When that company’s undertaking was 
acquired by the former Northern Ireland 
Road Transport Board he was appointed 
Secretary & Chief Accountant to the 
Board, holding thereafter in turn the 
positions of General Manager and Chief 
Executive (Operations & Establishment). 
Mr. Morrison served as a member of two 
committees set up by the Government of 
Northern Ireland—the Babington Agri- 
cultural Inquiry Committee, which issued 
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its report in 1947, and the Catering Inquiry 
Committee, which issued a report some 
time later. In his present position as Chief 
Officer (Special Duties) he is responsible, 
so far as the Authority is concerned, for 
proceedings before the Transport Tribunal 
in connection with facilities, rates, fares 
and the like, the closing of sections of rail- 
way lines, and such other specialised 
functions as the Authority may direct. 





Mr. T. B. Andison, F.C.1I.S., M.Inst.T., 
who has been appointed Secretary & 
Registrar of the Ulster Tramsport 
Authority, was born in County Dublin 
and received his earlier education in 
Dublin, later going to Galway Grammar 
School. He started his transport career 
with the Belfast & County Down Railway 
in 1912, and after passing through the 
Audit and the Accountant’s Office, he 
eventually became Chief Assistant to the 
Accountant. On the retirement of the 
Accountant and the Registrar of the com- 
pany, the Stores Superintendent was ap- 
pointed Accountant; Mr. Andison was 
given the position of Stores Superintendent 
and that of Registrar, occupying that dual 
position until 1936, whem he was appointed 
as Secretary & Accountant, in which 
position he has remained until his present 
appointment. Im 1935 Mr. Andison was 
selected by the railway companies and the 
road interests to present the pooling 
scheme, under the Act of that year, before 
the Transport Appeal Tribunal, and, in 
the subsequent Government inquiries into 
transport in Northern Ireland, he repre- 
sented, with the General Manager, the 
Belfast & County Down Railway. He is 
a past-Chairman and a Vice-President of 
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the Northern Ireland Branch of the Char- 
tered Institute of Secretaries, and 
Honorary Treasurer of the Northern 
Ireland Section, Institute of Transport. 





Mr. Frederic Moore, who was recently 
appointed Hotels Manager of the Ulster 
Transport Authority, has control in that 
capacity, in addition to refreshment rooms 
and other premises, and restaurant cars, of 
the following hotels: Northern Counties, 
Portrush; Slieve Donard, Newcastle; Mid- 
land Station, Belfast; Laharna, Larne; and 
City, Londonderry. Mr. Moore’ was 
educated at Handsworth Grammar School, 
and Handsworth Technical School, Bir- 
mingham. He commenced his career in 
the hotel industry in 1920, and in 1924 
became Assistant Manager of the Royal 
Bath Hotel, Bournemouth. From 1925-26 
he was in the service of the Sudan Rail- 
ways as Manager of the Grand Hotel, 
Khartoum; and in the latter year returned 
to England and became, successively, 
Manager of the Queen’s Hotel, East- 
bourne; Deputy Manager of the Grand 
Hotel, Brighton; and Manager of the 
Bushey Hall Hotel, London, and of the 
South Western Hotel, Southampton. 
From June, 1940, to November, 1945, he 
served with H.M. Forces and was a Major 
in the Army Catering Corps. In January, 
1946, he became Hotels Manager, North- 
ern Counties Committee, L.M.S.R. Mr. 
Moore is a member of the committee of 
the British Hotels & Restaurants Associa- 
tion, Scottish Division; past-Coynty Secre- 
tary for Sussex, Hotels & Restaurants 
Association of Great Britain; and a Mem- 
ber of the Réunion des Gastronomes and 
of the Institute of Public Administration. 


Luncheon to French Railwaymen at Waterloo Station 





English and French railway officers at the luncheon held in honour of the members of L’ Association des 
Cheminots Anciens Combattants on the occasion of their visit to British Railways, Southern Region, 


Lecture & Debating Society, reported elsewhere in this issue. 


Left to right: Mr. F. Gilbert, Mr. L. 


Maillart, Mr. H. A. Short, Mr. Montagne, Mr. J. Pelham Maitland, Mr. O. W. Cromwell, 


Mr. A. E. Hammett, Mr. H. B. Taylor 
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French Railwaymen’s Visit 


Some fifty members of L’ Association des Cheminots 
Anciens Combattants recently visited British Railways, 


Southern Region, Lecture 
Under the auspices of British Rail 
ways, Southern Region, Lecture and 


Debating Society, whose members visited 
Dunkirk in May, 1948, a party of some 
fifty French ex-Service railwaymen of 
L’Association des Cheminots Anciens Com- 
battants from Dunkirk and Armentiéres, 
visited London on April 22 and 23. On 
arrival at Victoria Station, by the Night 
Ferry service, the party was met by the 
Society’s representatives, and, later in the 
day, the male members were escorted to 
Feltham marshalling yard by Mr. R. A. 
Savitl, Honorary Assistant Secretary (Pub- 
licity) to the Society. At Feitham, yard 
working was explained to the party by 
Messrs. Adams and Pinnock, and Mr. 
Lawrence conducted the inspection of the 
motive power depot. 

On Saturday, April 23, the party made 
a coach tour of London under the guid 
ance of Mr. H_ L. B. Peers of the Workers’ 
Travel Association and the Society’s repre- 
sentatives, and at 12 noon a wreath was 
laid on the tomb of the Unknown Warriot 
at Westminster Abbey. The party was 
entertained to lunch by the Southern 
Region, at the Surrey Rooms, Waterloo 
Station, and among those present were: 
Messrs. H. A. Short, Acting Deputy Chief 
Regional Officer, Southern Region, British 
Railways; A. E. Hammett, Commercial 
Superintendent, London Midland Region. 
British Railways; F. Gilbert. Principal Stafi 
Otiicer, British Transport Commission; 
O. W. Cromwell, Chief Officer for Labour 
& Establishment, Southern Region, British 
Railways; H. B. Taylor, Assistant Operat- 


ing Superintendent, Southern Region, 
British Railways; J. Pelham Maitland, 


Running Shed Superintendent, Nine Elms, 
Scuthern Region, British Railways; J. H. 
Chitty, Welfare Officer, Southern Region, 
British Railways. A speech of welcome 
was made by Mr. Short and translated by 
Mr. Maitland, to which Mr. L. Maillart. 
Principal Stationmaster, Dunkirk, and 
President of the Dunkirk Society, replied. 


DINNER TO VISITORS 

During the afternoon the tour of 
London was continued, and in the even- 
ing the party was entertained to dinner 
by the Committee of the Southern Society, 
at the Criterion Restaurant, Piccadilly. 

Mr. R. A. Savill proposed the toasts: 
The King and the French President, L’ 
Association des Cheminots Anciens Com- 


battants, Section de Dunkeryue and 
d’Armentitres, and British Railways. 
Southern Region, Lecture & Debating 


Society; French National Railways, North- 
ern Region, and British Railways. Southern 
Region. 

Mr. J. A. R. Turner, Chairman of Com- 
mittee of the Southern Society, expressed 
his pleasure at the visit. The Society, he 
said, was democratic and very wide in its 
interests, and was composed of members 
from all departments of the railway. They 
had vivid recollections of the visit to 
Dunkirk last year, and he felt that such 
occasions were the best means. of 
strengthening friendship between the two 
countries; railwaymen everywhere spoke 
the same language. He gave special 
praise to reconstruction work that had 

een carried out in France, and after 
thanking Mr. Maillart for his part in 


& Debating Society 


organising the Dunkirk visit and his par 
ticipation in the present one, Mr. Turner 
presented Mr. Maillart with a certificate 
conferring on him honorary life member- 
ship of the Southern Region, Lecture & 
Debating Society. 
Mr. Maillart, in 


reply, tendered his 
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thanks for the visit, and said he thought 
the objects of the Southern Society were 
most interesting, as they enabled various 
departments to appreciate each other's 


work. All railwaymen were one family. 
and he would like to see such visits as 
these extended; railwaymen everywhere 


were working for both national and inter- 
national friendship, and he sent the French 
railways’ best wishes to the British 
nationalised lines. 

In conclusion, Mr. Turner thanked Mr. 
Venton, of the Public Relations & Pub 
licity Department, for his services as trans- 
lator, and Mr. Venton replied. 


Revised Buckinghamshire Train Services 


New service on a 


time interval basis 


which will be concentrated on Marylebone 


The train service between London (Pad- 
dington and Marylebone) and High 
Wycombe and Princes Risborough, is to be 
improved and concentrated on Maryle- 
bone, as from July 4, when a new service 
on a time interval basis will be operated. 
Except during rush hours, a train will 
Marylebone at 2 min. past eacn 
hr. for all stations to West Ruislip. This 
will be followed at 20 min. past the hr. by 
a train which will run non-stop to West 
Ruislip and then call at all stations to 
High Wycombe; of these fast trains, each 
alternate one will run through to Princes 
Risborough, calling at intermediate sta- 
tions. This means there will be trains :— 

At 2 min. past each hr. for Wembley 
Hill, Sudbury and Harrow Road, Sudbury 
Hill, Northolt Park, South Ruislip, Ruislip 
Gardens, West Ruislip. 

At 20 min. past each hr. for West 
Ruislip, Denham, Denham Golf Club, 
Gerrards Cross, Seer Green, Beaconsfield, 
High Wycombe. 

At 20 min. past the odd hrs. for West 
Wycombe, Saunderton, Princes’ Ris- 
borough. 

The stopping trains to West Ruislip are 
so timed as to give connections at that 
point with the High Wycombe and 
Princes Risborough trains; this provides an 
hourly service from Wembley Hill, Sud- 
bury, and so on, to Denham and beyond, 
by changing at West Ruislip. In the re- 
verse direction, a similar service will be 
provided by trains which leave Princes 
Risborough at 50 min. past even hrs., 
High Wycombe at 10 min. past each hr., 
and West Ruislip at 40 (non-stop) and 50 
(all stations) min. past each hr. for Mary- 
lebone. 

To meet the requirements of morning 
business travel, fast outer-suburban trains 
will be run, leaving High Wycombe on 
Mondays to Fridays at 7.44, 7.58, 8.6, 
8.14, 8.30 and 8.40 a.m., and replacing the 
interval service, which will start at 9.10 


leave 


a.m. In the evening peak hours, on Mon- 
days to Fridays inclusive, fast outer 
suburban services will be given from 


Marylebone at 4.35, 5.15, 5.31, 5.43, 5.55 
(terminating at Beaconsfield), 6.22, 6.30 
and 6.52 p.m. These trains replace the 
interval service, which will be resumed at 
7.20 p.m. 

These peak hr. services also make calls 
at the more important outer-suburban 
stations, details of which will be published 
in due course. Arrangements are being 
made for the new service to be posted at 
all stations concerned early in June, for 
the information of passengers. 

On Sundays, stopping trains to West 
Ruislip will leave at 2 min. past odd. hrs., 


and fast trains to West Ruislip, thence all 
stations to High Wycombe and Princes 
Risborough, at 20 min. past odd hrs. There 
also will be an all stations train at 10 min. 
past even hrs. for High Wycombe and 
other morning and evening trains for the 
convenience of such passengers as hikers 
and golfers. 

Except for a weekdays early morning 
train in each direction between West 
Ruislip and Paddington, the suburban ser- 
vice between Paddington and the High 
Wycombe line will be withdrawn. 


The German Railways Behind 
the Iron Curtain 


In a recent issue of our Swiss contem- 
porary, Schweizerische Bauzeitung, some 
interesting facts are given of the railways 
in Eastern Germany. In 1938 the route 
mileage of 14,000 km. of the German 
railways in what is now the Russian 
occupied Eastern Zone corresponded to a 
track mileage of 18,500 km., ie., about 
one-third of all lines were double ‘tracked. 
According to official notifications, the 
length of lines dismantled or abandoned 
by order of the Russians amounted to 
about 8,000 km. up to the end of 1948. 
Three-quarters of this total were the result 
of the reduction of double-track to single- 
track lines, and the remainder of the com- 
plete removal of lines or station tracks. 

Today, therefore, there are in the 
Eastern Zone, some 11,000 km. of track 
only, mostly forming single-track lines. 
This corresponds to a reduction in density 
by more than 40 per cent., to the railway 
density of Hungary. The only double 
track main lines left in the Eastern Zone 
are: Berlin to Frankfurt-on-Oder (93 km.); 
Wittenberg via Halle to Erfurt (175 km.): 
and Magdeburg to Helmstedt (47 km), 
totalling 315 km. 

Within the highly-industrialised regions 
of Saxony, for instance, there is not 4 
single double-track railway left. The con- 
sequences of this dismantling process, 
which could hardly have been more 
thorough, are delays, cancellations, im- 
provised timing alterations, and collisions, 
which, however, are concealed from the 
public at large. There was, for example, 
a collision between an express train and a 
local train at Falkensee, north-west of 
Berlin, on December 3, 1948, when 15 
persons were killed and some 30 others 
gravely injured. 

This work of destruction is matched by 
the deterioration of operation. Little 1s 
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left of the first-rate express timetables of 
former days. One single pair of express 
railcars is still operating between Berlin 
and Schwerin—the only one east of the 
iron curtain—using single-line tracks 
throughout and attaining a no more than 
modest speed. The only two express 
trains between Berlin and Dresden require 
more than five hours for the 180 km., 
formerly covered in two hours. To com- 
plete this picture, it must be remembered 
that permanent way and rolling stock are 
over-uge and due for renewal, particularly 
as maintenance and renewal had already 
been reduced before and during the war. 


Staff & Labour Matters 

Shopmen’s Compensation Claim Rejected 

The Industrial Court, in Award No. 
2209 dated April 7, 1949, have rejected 
the claim of the Employees’ Side of the 
Railway Shopmen’s National Council that 
railway workshop staff employed under 
systems of payment by results should be 
compensated for the loss of three hours 
earning time consequent upon the reduc 
tion in working hours from 47 to 44 per 
week. The Court, under the presidency of 
Sir John Forster, heard evidence from the 
parties to the claim. 

On behalf of the Employees’ Side of the 
Railway Shopmen’s National Council it 
was stated that the Court of Inquiry, set 


up by the Minister of Labour and 
National Service on June 2, 1947, to in- 
quire into applications by the Trade 


Unions representing the employees of the 
railway companies for improvements in 
wages and reductions in weekly hours of 
work, had recommended a 44-hour week 
without loss of pay. 

It was contended that the Railway 
Executive had accepted the recommenda- 
tion of the Court of Inquiry, but although 
it had been implemented in the case of 
time-workers who were granted their exist- 
ing rate of pay for the shorter working 
week, pieceworkers were granted the 
shorter working week without any altera- 
tions of their existing piecework prices; in 
consequence, their existing piecework 
balances had been reduced by 3/47ths 
and they have received no compensation 
for such loss. The method of payment of 
bonus workers kad also been adjusted so 
that they suffered a reduction in earnings 
as a result of the shorter working week. 

It was contended that these decisions 
were not in accordance with the recom- 
mendation of the Court of Inquiry; the 
recommendation was in general terms and 
should have been applied in such a way as 
to safeguard pieceworkers and _ bonus- 
workers as well as time-workers against 
any loss of pay. 

On behalf a the Employers’ Side of the 
Council it was stated that in the course 
of the proceedings before the Court of In- 
quiry the Chairman of the Employees’ 
Side of the Railway Shopmen’s National 
Council had stated that a reduced work- 
ing week of 44 hours would not adversely 
affect production. This, it was contended, 
had been proved so far as pieceworkers 
were concerned, and evidence in support 
of this was put before the Court. It was 
submitted that if production, as repre- 
sented by the pieceworkers, had not suf- 
fered from the introduction of the shorter 
working week, the pieceworker himself 
had not suffered and there had been no 
loss of earnings on his part. In the view 
of the Employers’ Side of the Council 
the recommendation of the Court of In- 
quiry did not mean that there should be 
compensation for the pieceworker. The 
Tecommendation had no relation to piece- 
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work earnings at all. In the light of ex- 
perience since the 44-hour week had been 
introduced, the request for compensation 
could not be justified. 

The Court. after giving careful con- 
sideration to the evidence and submissions 
of the Parties, found that the claim had 
not been established and awarded accord- 
ingly. 


Questions in Parliament 


Railway Employees at Swindon 

Mr. Thomas Reid (Swindon—Lab.) on 
April 5 asked the Minister of Labour 
what arrangements existed for finding em- 
ployment for railway and other em- 
ployees at Swindon declared redundant; 
and how far in advance of the date of 
discharge steps were taken. 

Mr. George Isaacs (Minister of Labour): 
The Employment Exchange Service 1s 
specially designed to meet the needs of 
redundant workers. Nothing is known 
of any appreciable redundancies in Swin- 
don. My local officer, however, is in 
close touch with all employers, who are 
invited to arrange to register the workers 
in advance of discharge giving as long 
notice as possible. There should be no 
difficulty in absorbing redundant workers 
in Swindon. 

Mr. Reid: Is the Minister aware that his 
reply will relieve a great many anxieties, 
and might I ask him how many workers 
in Swindon have been discharged recently? 

Mr. Isaacs: If Mr. Reid is referring 
to the British Railways there, they gave 
notice to the employment officer a week 
or so ago of their intention to dismiss 20 
men and gave dates of the dismissals. 
Since then they have absorbed all those 
men in another department and no one 
has, in fact, been dismissed. 


Allotments on Railway Land 

Mr. Peter Freeman (Newpvort—Lab.) on 
April 13 asked the Minister of Agricul- 
ture what steps he was taking to arrange 
for the utilisation of the verges of rail- 
ways for the production of food, especi 


ally for fruit and allotments for vege- 
tables. 

Mr. George Brown (Joint Parliamen- 
tary Secretary, Ministry of Agriculture): 


At April 1, 1948, there were 75,306 allot 
ments on 4.321 acres of railway land. The 
railways have willingly co-overated with 
local authorities in the provision of addi- 
tional allotments, subject of course to 
fencing the land from the railway where 
necessary in the interests of safety, and to 
reservation of the right to re-enter the 
land at short notice for railway purposes. 

Mr. Freeman: In view of this large and 
extensive area of land now under the con- 
trol of the Government, will the Parlia- 
mentary Secretary consult the Ministry of 
Transport as to what further use could be 
made of the land for the production of 
food, particularly for allotments? 

Mr. Brown: We do not think there is 
need for that, but if a local authority 
thinks there is land which can be made 
available it should get into touch with 
the Estate Manager & Rating Agent of the 
railway Region concerned, 

Colonel -A. Gomme-Duncan (Perth— 
C.): Will the Parliamentary Secretary take 
into account the immense amounts of 
forage grass which goes to waste every 
year in this respect? 

Mr. G. R. Chetwynd (Stockton-on-Tees 

-Lab.): Would it not be a bad thing to 
grow fruit trees by the side of railways, as 
that might prove a danger by attracting 
boys to the trees and on to the lines? 

Mr. Brown did not reply. 
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Parliamentary Notes 


Railway Trespass Accident 

Mr W. Gallacher (West Fife—Comm.), 
on the motion for the adjournment of the 
House of Commons on March 24. raised 
the question of an accident which had 
occurred on April | last to a five-year-old 
boy, Alexander Whyte of Cowdenbeath, 
who had crawled through a gap in a 
fence guarding the railway, been run over 
by a freight train, and lost both his legs. 
One of the sleevers of the fence, Mr. 
Gallacher said, had been lying on the 
ground for nearly three weeks, and 
nothing had been done to repair the 
break, but at eight o’clock on the morning 
after the accident the sleeper was back in 
place. An advocate connected with the 
case had opined that the boy was a tres- 
passer and the railway’s duty towards him 

was to avoid wilful injury, but had added 
it was settled law that a railway was not 
under a duty to construct an impene- 
trable. unclimbable or childproof fence as 
had been decided in a case in 1883. 

Mr. Gallacher said he had appealed to 
the British Transvort Commission to 
review the case not from the point of view 
of the legal decision of 1883, but with 
the humanity which should go with a 
great nationalised industry. He had re- 
ceived a reply stating the Commission was 
advised that no liability of any kind lay 
against the Railway Executive, and that 
there was no step the Railway Executive 
could take in regard to compensation. It 
seemed to him that the letter was heart- 
less. Surely it was possible for the Execu- 
tive to consider an ex gratia payment. In 
addition, it might have said it would 
guarantee, as he grew to manhood, to find 
suitable employment for him. 

Mr. James Callaghan (Parliamentary 
Secretary, Ministry of Transport) said the 
railways had constantly to fight wilful 
damage by boys and others who wanted 
to get through fences. No suggestion 
could be sustained that the railway had 
been neglectful in any way in repairing 
fences in that particular area. The com- 
pensation claim had been rejected, not 
because of any railway bye-law, but on 
the general law of trespass. Last year, 213 
persons had been killed or injured while 
trespassing on the railways. 

Mr. Callaghan said he thought this case 

was one at which. in the light of the facts 
recited, he ought to ask the railway 
authorities to look again. Clearly they 
were free from all legal entanglements, 
and if they considered the matter again it 
was on that understanding. He would 
ask them to see what they could do on an 
ex gratia basis. He added that he hoped 
that very soon the railway authorities 
would be able to demonstrate that a big 
institution could have not a hard heart, 
but a kind heart. 


UNDERGROUND RAILWAY FOR CAIRO.—An 
agency report from Cairo states that Egyp- 
tian authorities are considering the con- 
struction of an underground railway to 
lessen traffic congestion in Cairo. Pre- 
liminary costs of the scheme are estimated 
at about £20,000,000 sterling. 


BoLiviA RAILway.—A second instalment 
of interest has been declared due and pay- 
able on the Bolivia Railway second mort- 
gage 5 per cent. (income) bonds in respect 
of the year ended December 31, 1948. 
This instalment of £61,098 13s. 9d. 
(equivalent to 3-578 per cent.) was payable 
on May 2. 
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Stratford Locomotive Mutual Improvement Class 


The Stratford Locomotive Mutual Im- 
provement Class was formed in 1933 by 
the enginemen at Stratford Locomotive 
Depot, L.N.E.R., who felt that firemen 
and cleaners should have a better oppor- 
tunity than existed at that time forimprov- 
ing their knowledge when nearing the time 
for their promotional examinations. A 
secretary was elected and _ fortnightly 
classes were held. By 1939 the member- 
ship was approaching 450, and a slide pro- 
jector, a good selection of lantern slides, 


provement Class were found to provide a 
means of overcoming the difficulty. During 
the ensuing years a large number of 
recruits to the Motive Power Department, 
as well as R.A.F. and military personnel, 
were given training. 

Shortly after the war larger premises 
were again necessary and a large room 
which had been an A.R.P. cleansing sta- 
tion was set aside to form a classroom. 
Much voluntary work was done by the 
members to convert this, and before long 





Signalling section of classroom 


lecture drawings, wall charts, models and 
sectioned fittings were acquired. Meetings 
were heid, first in a local hall, and later 
in a room in Stratford Locomotive Works. 

The outbreak of war in 1939 brought 
the activities of the class to a temporary 
halt, but in 1941 the rapid recruitment of 
new employees who had to be trained for 
work on the footplate in a short period 
emphasised the need for intensive training, 
and facilities offered by the Mutual Im 


classes were resumed on one evening a 
week. These soon became so popular that 
special classes had to be held, sometimes 
as often as three times a week, for men 
nearing promotion. 

As soon as labour and materials became 
available the management, recognising the 
value of the instruction given at the 
classes, carried out many improvements in 
the building which were completed during 
1948. The instruction room can now be 





General view of classroom 
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made into two separate rooms by means 
of a folding partition. Each room jg 
equipped with a screen for projecting Jan- 
tern slides and films. 

The smaller of the two rooms contains 
sectioned models and fittings. Along one 
wall is a complete layout of the Westing- 
house brake as fitted to a locomotive, Aj] 
the more important parts of this equip- 
ment have been sectioned so that the in- 
ternal construction may be seen eadily. 
Above the layout is a chart on which the 
parts are painted in different colours to 
correspond with those of the modei. There 
is a similar model of the vacuum brake. 
with full-size cut sections of various types 
of lubricators, clack boxes, combination 
cocks, faceplate injector, blow-off cocks 
and many other locomotive fittings. 

The larger room contains models and 
equipment designed to demonstrate rules 
and regulations. Block instruments and 
bells, charts and models of all the different 
types of signals and lineside indications, 
are provided. A model railway is being 
built along one side of the larger room, to 
demonstrate 4-aspect colour-light signalling 
and track circuits. 

The present membership of the class 
exceeds five hundred, and the success it 
has achieved is largely the result of the 
enthusiasm of its members, who include 
many founder-members. 


LONDON MIDLAND REGION AMBULANCE 
COMPETITION.—The final of the men’s am- 
bulance competition of the London Mid- 
land Region. British Railways, took place 
recently at Manchester, and the results 
were as under: 


Points 
Camden ‘“‘A”’ — ee we. 3944 
Derby C.M.E. Erecting Shop oo. 60S 
Crewe Machine Shop ‘*A”’ «CO 
Derby C.M.E. Boiler Shop ‘'B"’... 361} 
Nuneaton Traffic ‘A’... . 346 
Mold Junction Loco. wan “A 322} 
Ystalyfera ass mee ies “4 320 
Warrington ... sas one ve 309 
Somers Town me 292 


The judges were Drs. J. Rodger Suther- 
land (Glasgow), C. Gordon Lewis (Stoke- 
on-Trent) and. A. Russell (Preston). The 
prizes were presented by Mr. G. L. Darby 
shire, Chief Regional Officer, and the 
chair was taken by Mr. H. J. Comber, 
Chief Officer for Labour & Establishment. 
A presentation of an antique bureau was 
made to Mr. G. S. Hill to mark his 25 
years as General Ambulance Secretary. 


RoaD ACCIDENTS IN NORTHERN IRELAND. 
—In a report on road accidents in 
Northern Ireland in 1948, the Transport 
Department of the Ministry of Commerce 
states that the total number was 1,695, five 
fewer than in 1947, The number of persons 
injured dropped by 84, but 15 more per- 
sons were killed than in 1947, Pedestrians 
and pedal cyclists formed 42:5 per cent. 
and 22:7 per cent., respectively, of the total 
casualties; an analysis of the pedestrian 
casualties reveals that 461 out of a total 
of 859 were children under 15 years of 
age, and that 338 of these were under 8 
years. Of pedal cyclist casualties, 79 out 
of 460 were children under 15. Drivers of 
various classes of vehicles (motorcars. 
pedal and motor cycles and others) appear 
to have been mainly the cause of 821 0 
the total number of 1,695 accidents, and 
most of these were drivers of motor cars 
(420) and riders of pedal bicycles (308). 
Lack of proper care by pedestrians ap- 
pears to have been the main cause of 635 
accidents, in 420 of which the pedestrians 
were children, and in 320 of them children 
under eight years of age. 
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Ministry of Transport Accident Report 
Between Codnor Park and Langley Mill, London 


Midland Region, British Railways : 


Mr. J. L. M. Moore, Railway Employ- 
ment Inspector, Ministry of Transport, in- 
quired into the accident which occurred 
at 4.52 a.m. on September 18, 1948, be- 
tween Codnor Park and Langley Mill, on 
the Sheffield—Derby main line, London 
Midland Region. As the 9.5 p.m. 
express Glasgow to London, composed of 
12 coaches drawn by three-cylinder 5XP 
class 4-6-0 locomotive No. 45694, was 
running at about 50 m.p.h. the little-end 
ot the middle connecting rod became un- 
coupled, as a result of overheating and 
disintegration of the big-end brasses, and 
the rod pierced the boiler, causing an “ L” 
shaped tear, 10 in. x 8 in. near the fire- 
box. Several lower tubes were displaced, 
but not punctured, and the boiler emptied 
itself without steam or water entering ash- 
pan or firebox. Steam came up, however, 
round the cab flooring, and the driver 
sustained severe scalds on his face and 
arms. The fireman had some injuries to a 
wrist. Both were treated promptly and 
conveyed to hospital but not detained. 

The accident was not reported until 
October 5, 1948, and repairs to the engine 
were almost completed before the Ministry 
was informed, on October 19, of the boiler 
penetration; the first full report was re- 
ceived six days later and an inquiry im- 
mediately ordered. The damaged parts 
of the motion by then had been disposed 
of. Unfortunately, no trace of the big- 
end brasses was found and Mr. Moore 
was informed that any marks on_ the 
journal which might have assisted in deter- 
mining the cause of the overheating were 
obliterated by damage. He is satisfied, 
however, that the delay in reporting was 
because of an oversight and is not likely 
to recur, but considers it regrettable that 
the damaged parts were not kept for in- 
spection until it was known whetber the 
Ministry would hold an inquiry, especially 
is definite assessment of the cause was 
likely to depend so much on the condition 
of the recovered materials. It is, for the 
same reason, unfortunate that a more ex- 
tensive search was not made for the big- 
end brasses. Search appears to have ter- 
minated on finding the gudgeon pin. Had 
it been extended back, traces of the brasse» 
might have been found. 


THE COURSE OF EVENTS 

The engine had run 31,076 miles since 
the last heavy repair at Crewe and was 
in good condition. The middle big-end 
brasses were renewed at Leeds on June 29, 
1948, and the bearing ran without com- 
plaint until August 19, when it was taken 
down for periodical examination and re- 
placed without work being done on it, 
except the fitting of new felt pads. The 
engine then worked five fast trips between 
Leeds and London before the bearing was 
reported at Kentish Town on August 21 
as having run warm. Ili was examined 
but nothing was done, as it appeared to 
be free on the journal, with no indication 
that the white metal had started to run. 
The oilways were clear. 

On August 28, after eight more trips, it 
was again reported at Kentish Town as 
running warm. A fitter, who knew noth- 
ing of the previous report, examined it 
about 24 hr. after arrival. Finding it still 
warm and inclined to be tight he dis- 
mantled it. A slight overlapping of white 
metal was remedied and the big-end then 
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swung freely without appreciable slack- 
tess. Thereafter the engine ran 5,790 
miles, including 21 fast trips between 
London and Leeds, without a_ report 
against the bearing until its failure. 

The driver had a ful! hour in which 
to prepare the engine at Leeds and oiled 
the middle big-end himself. It is of con- 
ventional strap-type with jib, cotter and 
two bolts. He noticed nothing unusual 
about it or the quantity of oil required 
to fill the oil cup, which has a metal re- 
strictor in the siphon pipe, in place of the 
worsted trimming used in the earlier types 
of engines. The cork appeared to be in 
good condition and a tight fit im the oil- 
cup top, which is a fixture in the strap. 

The train left Leeds at 2.53 a.m., nine 
minutes late; the load was well within the 
allowable maximum. No attempt was 
made to regain lost time. During the 
7 min. stop at Sheffield the driver looked 
round the engine but noticed nothing 
wrong. It should be noted, however, that 
it is almost impossible to examine the 
middle big-end on this class of engine un- 
less over a pit. 

Having left 12 min. late, the driver was 
leaning out to catch sight of the distant 
signal for Stoneyford Junction, 27 miles 
from Sheffield, and noticed a glow under 
the boiler, presumably from the big-end. 
He braked at once, with the intention of 
stopping to examine, when there came a 
sudden check in speed “as if the engine 
had been thrown into reverse.” <A severe 
lurch, as if “the engine was trying to go 
off the road” followed and then the cab 
became enveloped in steam. 

This tallies with the material evidence 
on the track. The gudgeon pin and nut 
were picked up 600 yd. in rear of the 
junction, with parts of the front cylinder 
cover, and the speed check doubtless was 
occasioned by the pin leaving the cross- 
head. The connecting rod apparently 
rode for a short distance on the bottom of 
the slot in the spectacle plate until the 
engine was within about 20 yd. of the 
box, where a heavy sleeper abrasion indi- 
cated where it struck the ground, causing 
the lurch felt by the enginemen. The rod 
did not break but wrapped itself round 
the left web of the crank. The penetra- 
tion of the boiler took place some 500 yd. 
further on, where the ballast obviously 
had been disturbed by the water and the 
ground was covered with asbestos lagging. 
The engine then ran another 300 yd. 


INSPECTOR’S CONCLUSION 

If the big-end brasses disintegrated some 
time before the little-end assembly came 
apart, as seems most likely, the cushioning 
of the steam in the cylinder, (due to the 
regulator being kept slightly open while 
the engine was running down the ten-mile 
falling gradient approaching Stoneyford), 
doubtless saved the cylinder cover from 
earlier destruction. On the other hand, i 
is remarkable that nothing unusual was 
heard on the footplate, but the final col- 
lapse of the brasses and loss of the 
gudgeon pin may possibly have followed 
in quick succession, after the driver closed 
the regulator and saw the glow. 

The cork was missing from the big-end, 
which is not surprising in the circum- 
stances, and may have beén due to the dis- 
charge of water when the boiler barrel 
was punctured; this also scoured the oil 
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cup and removed all traces of molten 
metal. At the same time, when consider- 
ing the cause for such over-heating, the 
possibility of oil shortage due to a de- 
tective cork or faulty preparation, cannot 
be entirely disregarded. 

Mr. Moore teels, however, that the 
failure was more likely to have resulted 
from some other cause, such as grit acci- 
dentally finding its way into the bearing; 
there is also the possibility that the over- 
heating was a continuation of the trouble 
experienced some three weeks previously, 
which appears to have originated with the 
aisturbance of the bearing for examination 
purposes. If this was so, it does not neces- 
sarliy suggest any want of care on the 
part of the fitting staff concerned, or of 
the enginemen who since then handled the 
engine, but it may point to a possible 
weakness in the method of disposing of an 
engine at the conclusion of a run. 

He found that both in London and 
Leeds, the normal time which elapses be- 
tween the arrival of an engine at the ter- 
minal and its examination over a pit at 
Kentish Town or Holbeck Motive Power 
Depots respectively, is more than enough 
to allow a warm bearing to cool down 
sufficiently to avoid arousing suspicion, 
provided that there is no lasting evidence 
of over-heating, such as discoloration or 
molten metal. Furthermore, on some 
occasions, engines are put away by fire- 
droppers and not examined by a driver; 
this occurred in the case under review. 
Engine No. 45694 was stopped for repairs 
to the main steam brake pipe and exhaust 
injector during the day before the acci- 
dent, but when it arrived at Holbeck be- 
tween 10.30 p.m. and Ii p.m. the day 
before that, after working a fast train 
from London, it was not put away by a 
driver and the only examination of 
mechanical parts was made later in the 
night by a fitter. 

This fitter, who was occupied solely on 
such examinations that night, was unable 
to recall the order in which he dealt with 
the engines on his list, but was emphatic 
that he noticed nothing amiss with this 
big-end. Otherwise he would have re- 
ported it, as the whole purpose of these 
daily examinations was to discover any 
defect which might impair the efficiency 
of an engine in traffic. He made a simi- 
lar examination on the following night 
shortly before the engine left the depot in 
charge of the driver concerned in this case 
and was satisfied that all was in order. 

As the collapse of the big-end brasses 
occurred possibly within 60 miles of the 
starting point of the journey, Mr. Moore 
thinks it probable that the bearing was 
running warm on the previous trip, but 
did not develop sufficient heat to Icave 
lasting traces and had cooled down before 
the fitter reached it. He is not a regular 
examiner but is regarded as a conscientious 
fitter and has carried out such duties on 
many previous occasions; there is no reason 
to question the reliability of his work. 


RECOMMENDATION 

The procedure for the examination o! 
bearings, which necessitates an engine 
being over a pit, should be reviewed, so 
that early examination at the conclusion of 
a journey may be arranged. It is by such 
means that trouble from over-heating may 
be detected and dealt with in its early 
stages. This is of importance at the 
present time as an engine is continually 
changing hands; drivers are thereby de- 
prived of the knowledge of jits previous his- 
tory and so may not watch a doubtful 
bearing so closely as otherwise they would. 
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Notes and News 


Advertisement Office Manager Required. 
-An experienced advertisement office 
manager is required by the A.B.C. Rail- 
way Guide of London. See Official 
Notices on page 511. 


Buenos Aires Central Acquisition.—The 
agreement covering the acquisition by the 
Argentine Government of the Buenos Aires 
Central Railway for £950,000 has been ap- 
proved by an official decree, according to 
agency reports from Buenos Aires. 


Assistant Foreman Boilermaker Re- 
quired.—Applications are invited from 
qualified candidates for the post of assis- 
tant foreman boilermaker with a British- 
owned railway in Central Africa. See 
Official Notices on page 511. 


‘* The Capitals Limited.”—In an editorial 
article dealing with the summer train ser 
vices in our last week’s issue it was stated 
that “ The Capitals Limited ” would leave 
Kings Cross for Edinburgh at 9 a.m. The 
departure time was correctly given on page 
480, in the report of Sir Eustace Missen- 
den’s statement, as 9.30 a.m. 


Smiths Instruments at B.I.F.—The range 
of gauges and _ recording instruments 
manufactured by Smiths Industrial Instru- 
ments Limited are represented at the 
Castle Bromwich Section. British Indus- 
tries Fair, by the new two-shift pick 
counter with flexible drive. new types of 
electric tachometer operating from a gene 
rator, and the David Harcourt range of 
pressure, vacuum, and compound gauges. 
The same firm is also exhibiting thermo- 
meters, Petro-Flex tubing, industrial 
clocks, thermostats and bellows, and the 
Desynn system of remote indication. 


Eastern Region Continental Services.— 
Various improvements are announced in 
connection with Eastern Region passen 
ger services to the Continent via Harwich 
this summer. By the Hook of Holland 
night route there will be an acceleration of 
about half-an-hour in the service to The 
Hague. Amsterdam, and the principal 
towns in the Netherlands, while by the 
same route the service to Switzerland via 
the Rhine and Basle is to be accelerated 
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by 73 hr. The Hook of Holland day 
service will establish new through connec- 
tions with Munich, Vienna, Prague, and 
Warsaw, with other connections to Scan- 
dinavia and Switzerland. The Harwich— 
Esbjerg service to Scandinavia will be 
augmented to provide six sailings weekly 
from mid-June. Another valuable facility 
will be the restoration of the through boat 
train between Liverpool, Manchester, etc., 
and Harwich Parkeston Quay connecting 
with the Hook of Holland night service. 

Westinghouse Ticket Machines.—The 
equipment exhibited by Westinghouse 
Garrard Ticket Machines Limited at the 
British Industries Fair, Olympia, includes 
working models of printing and issuing 
machines. The 10-way rapid printer is 
made in a range of sizes from 10- to 25- 
unit capacity; each unit is a small printing 
machine in itself and is fed from a 
roll of blank ticket card. The Westing 
house mini-printer, a smaller version of 
the rapid printer, is made in two sizes with 
four or six printing units. 


London Transport Play.—The London 
Transport Dramatic Club gave an admir- 
able performance of “ Our Town,” a play 
by Thornton Wilder, at the Rudolf Steiner 
Hall, N.W.1, on April 28, 29, and 30. 
All concerned, and especially the producer 
Miss Gladys Burchell, deserve congratula- 
tions on a sincere effort with an unusual 
and difficult play. Outstanding among the 
large cast were Eve Peck, Olivia Davies, 
Gwen Gibbs, Eric Giachardi, Jack Barnett, 
Peter Moore, and William Pollock. Stan- 
ley Madden deserves special mention for 
his playing of the Stage Manager. 


C.LE. Stand at Royal Dublin Society 
Spring Show.—Three-dimensional illumi- 
nated displays on the stand of Coras lom- 
pair Eireann in the main hall at the Royal 
Dublin Society Spring Show. 1949, give 
publicity to the motor coach and train 
tours which are being resumed by the 
company this summer. The displays give 
an attractive impression of the scenic 
glories which the traveller can enjoy in 
this country. A Dublin artist, Mr. 
Desmond Rushton, executed the displays 
which are flanked by two handsome 1/12 
scale locomotives, made by an amateur. 
Shown for the first time is a 4-scale model 





Mr. R. M. T. Richards, Acting Chief Regional Officer, Southern Region, presenting 
the prizes in the Southern Region Lecture & Debating Society Essay Competition. 
Withhimare: Messrs. A. E. Hall, Clerk, Bournemouth West ( first) ; H. FE. Roberts, 


Assistant Stationmaster. Waterloo (second) ; 


Dorking North (third) 


W. L. Hadgraft, Audit Department, 
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touring coach, which was exhibited by the 


Great Southern Railways at the New 
York World’s Fair. It is a replica of the 
“Queen Mary” type of coach which 
formerly operated the G.S.R. tours. ind jn 
the C.LE. colours with its new uphoj- 
stery, armchair seats, and individua! |ights, 
it promises the potential tourist every 
comfort. For enthusiasts, C.I.E. is giving 
away full-colour pictures for framing of 


the locomotive Maeve, most powerful in 
Ireland, at speed on a Cork train. Two 
C.LE. girl hostesses maintain an ep- 
quiry service at this stand, covering al] 
C.1.E. travel and hotel services. 


Steel & Co. Ltd. Exhibits at B.LF.—The 
firm of Steel & Co. Ltd., manufacturers of 
mechanical handling plant and equipment 
are exhibiting a wide range of their pro- 
ducts at Castle Bromwich, British Indus- 
tries Fair, including Coles electric hoist 
blocks and “Electric Eel” industrial 
trucks. At Outdoor Stand D a range of 
Coles mobile cranes, including the 124 
ton model with 50-ft. jib, is on view. The 
Coles model 8502 6-ton crane is shown in 
standard form. Model 90095, rated at 
3 tons, demonstrates the application of the 
magnetic grab to a mobile crane. 


David Brown & Sons Exhibits.——Among 
the exhibits on this stand at the B.LF. 
are worm, hypoid, and spiral bevel gears, 
and a research testing machine for ma 
terials and lubricants. The David Brown 
Foundries Company is showing high 
tensile and heat resisting alloy steel cast- 
ings for transport and other industrial 
purposes. The David Brown Tool Com- 
pany is exhibiting the recently introduced 
universal worm- gear tester, the Topo- 
graph surface roughness measuring instru- 
ment. gear comparators, floating 
reamers, straight and spiral bevel cutters, 
spur and helical, wormwheel, spur, helical, 
spline and serration hobs. and worm miil- 
ing Cutters. 


Associated Electrical Industries Limited. 
~The directors of Associated Electrical 
Industries Limited have recommended the 
payment, for the year ended December 31, 
1948, of a final dividend on the ordinary 
stock of 10 per cent. less tax, making, with 
the interim dividend, a total distribution of 
15 per cent. for the year, the same as 
that of the previous year. The consoli- 
dated net profit of the A.E.I. group for 
1948 (subject to audit) available for ap- 
propriation after providing for deprecia- 
tion, taxation, and provisions, and after de- 
ducting the proportion attributable to out- 
side shareholders, was £2,524,000 compared 
with £1,556,530 for 1947. The annual re- 
port and audited accounts will be issued 
on May 10, to be presented at the annual 
general meeting on June 1, 1949. 


Vickers Limited—At a recent meeting 
of the board of Vickers Limited, it was 
decided to recommend a final dividend on 
the ordinary stock of 84 per cent. actual, 
less income tax, making 12} per cent. for 
the year ended December 31, 1948. the 
same as for 1947. The net profit for the 
year was £1,429,382 against £1,225,238. 
after providing for income tax, etc., and 
making provision against a trade invest- 
ment. but before transferring £22,302 to 
sinking fund for redemption of 4 per cent. 
first mortgage debenture stock. Certain re- 
serves and provisions in the accounts of 
a subsidiary company which are no longer 
required for the purposes for which they 
were created, amounting to £1,966,103, 
were transferred to the reserve of the 
parent company, whereas £4,513,767 was 
transferred in 1947, and the sum 0 
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May 6, 1949 


None of the vacancies on this page relates to a 
man between the ages of 18 and SO, inclusive, ora 
woman between the ages of 18 and 40, inclusive, 
unless he, or She, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


APPL iCATLONS are invited trom candidates, aged 
25,35 years, who have served full apprentice- 
ship with socaguiead railway or locomotive manufac- 
wrers and have had subsequent experience in the 
repairing of locomotive boilers, for the post of 
Assistant Foreman Boilermaker with British-owned 
railway in Central Africa. It is essential that can- 
didates should be capable of carrying out boiler 
nspections and all classes of repairs, including the 
replacement of fireboxes. Salary £525 per annum 
rising to £575 per annum; free unfurnished quarters; 
free passage; free medical attention; contributory 
pension scheme; six months’ leave on full pay after 
each tour Of three years. Applications must include 
full personal particulars, details of experience, and 
copies of testimonials of character and ability.- 
Write Box * J.O.,"" c/o J. W. Vickers & Co. LTb., 
7.8, Great Winchester Street, London, E.C.2. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


S ENIOR DRAUGHTSMEN required with Rail- 
way Locomotive or Carriage experience. Apply 
by letter giving full details—BriTIsH TIMKEN 


LimiteD, Cheston Road, Aston, Birmingham. 


THE FIRST PASSENGER 

Charles E. Lee. A history of the Swansea & 
Mumbles Railway, which extends over 136 years 
Cloth. 8} in. by 5} in. 91 pp. 5 


Illustrated 5s 
By Post 5s. 3d. The Railway Gazette, 33, Tothill 
Street, London, S.W.1. 


RAILWAY. By 


S — ARD MILITARY RAILWAY BRIDGES 

F. S. Bond. A description of the different 
types al bridges designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in 
by 12 in.; fully illustrated. Paper cover, Ss By 
post 5s. 2d. The Railway Gazette, 33, Tothill Street 
London, S.W.1., 


HE ** PAGET’’ LOCOMOTIVE. Hitherto un- 
published details of Sir Cecil Paget’s heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The Railway Gazette, November 2, 1945 
Price 2s. Post free 2s. 3d. iy Railway Gazette 
33, Tothill Street, London, S.W. 


ohh 
HE ABC RAILWAY GUIDE of London te- 
quires an experienced Advertisement Office 
Manager. Knowledge of hoteliers’ requiremenis, 


ability write good space selling letters and able take 
responsibility of advertisement ** make-up ” essenual. 
Only written applications giving full details, in con- 
fidence, of past experience entertained.—THOMAS 
SKINNER & CO. (PUBLISHERS) LtD., 330, Gresham 
House, Old Broad Street, London, E.C.2. 


RANSPORT 
T CAL 


ADMINISTRATION IN TROPI- 
DEPENDENCIES. By George V. O. 
Bulkeley, C.B.E., M.1I.Mech.E. With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.LS., _for- 
merly Chief Accountant, Nigerian Government Rail- 
way. 190 pages Medium 8vo Full cloth. Price 
20s. By post 20s. 6d. The Railway Gazette, 33, 
Tothill Street. London, S.W.1. 


HE RAILWAY SYSTEM OF JAMAICA. A 

general description of the system and its traffics, 
with an account of economic problems; the motive 
power used; and some features of operation. By 
H. R. Fox, B.Sc., M.Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price 1s. 
Post free 1s, 2d. The Railway Gazette, 33, Tothill 
Street, London, S.W.1. 








£300,000 was transferred from reserve for 
contingencies to provision for pensions. 
The amount carried forward is £2,221,261 
as against £1,570,488 in 1947. The con 
slidated profit and loss account shows a 
net profit of £3,373,948, including credits 
relating to previous years of which ap- 
proximately £600,000. less tax, is of an 
exceptional character, and also including 
taxation credits relating to prior years. 
£537,470. The profit last year was 
£2,399,394. After provision for pensions 
£1,012,167 (nil 1947) the carry-forward 
stands at £6,858,951, against £4,985,457, 
while total net assets stand at £49,501,266 
as compared with £45,203,659. 


Saunders Valves at Castle Bromwich.— 
The Saunders Valve Co. Ltd. is exhibiting 
at the British Industries Fair examples of 
flexible diaphragm valves and diaphragm 
cocks and also a series of multi-way fuel 
cocks. A range of Safran pumps, first ex- 
hibited in 1947, will be shown. including 
the self-contained Unishaft electric set, 
and petrol, paiaftin, and diesel-engine 
pumps. 


Circular Tour Tickets.—Circular tour 
tickets covering journeys in Ireland, as 
well as in Great Britain, have been avail- 
able from British Railways as from May |. 
These tickets are issued on previous ap 
plication to cover any selected circular 
route of three or more journeys in con- 
tinuity and are available for three months, 
with break of journey allowed at any 
intermediate station. A discount of ap- 
proximately 25 per cent. on the ordinary 
third class single fares is allowed on 
journeys over British Railways, steamer 
services to or from Ireland, and to most 
places in Northern Ireland. First class 
tickets are issued at 50 per cent. above 
third class and minimum fares are 23s. 3d. 
third class and 34s. 11d. first class. 


Allied Ironfounders Exhibition Train.— 
The Allied Ironfounders exhibition train 
which has been touring the country since 
last October, when it was described in our 
October 8 issue, has ended ‘ts journey 
at Norwich. It has travelled 2,000 miles 
ind visited twenty-five principal cities 
throughout the United Kingdom demon- 
‘trating to public authorities, local archi- 
ects, and merchants the latest heating and 
ooking appliances. Members of public 
authorities, architects, and housing specia- 
lists in the Home Counties who were un- 
able to see the train during its tour may 
do so at Kensington Olympia Station, where 


it will be on view daily from 10 a.m. to 
5 p.m. during May. The facility has been 
arranged by courtesy of British Railways. 
Admission will be by professional or trade 
card 


Two-Level Coaches for Chicago.—At 
the beginning of its second century of 
operation, the Chicago, Burlington & 
Quincy Railroad has embarked on an 
$8,500,000 programme to convert to diesel 
traction its “commuter” trains, handling 
what we know as outer suburban business 
traffic. Included in this programme is the 
construction of 30-gallery-type stainless- 
steel carriages with seating accommoda- 
tion for 145 passengers, of whom 93 will 
be accommodated on double seats on the 
main floor, and 52 in single seats in the 
galleries. Instead of the conventional 
American end doors, the carriages will 
have double doors in the middle, with ad- 
jacent stairs affording easy access to the 
galleries. The vehicles are being built 
by the Budd Company and are scheduled 
for delivery next year. The remainder of 


A Burlington Two-Level 

















the programme consists in the modernisa- 
tion of 65 existing suburban coaches, 1 
the railway company’s Aurora shops, 
together with the purchase of a further 
ten 2,000-h.p. General Motors diesel- 
electric locomotives. 


Institution of Civil Engineers.—Major- 
General A. C. Fewtrell will read a paper 
on “ The New Hawkesbury River Railway 
Bridge. New South Wales, Australia ”, at 
a meeting of the Institution of Civil Engi- 
neers, Great George Street, Westminster, 
S.W.1, which is to be held on May 17, at 
5.30 p.m. 


First-Aid Competition Finals.——Eleven 
teams of railwaymen, and six teams of 
railwaywomen. will compete in the finals 
of the first-aid competition, open to em- 
ployees of the Railway Executive, which 
will be held under the auspices of the 
St. John Ambulance Association, at the 
Central Hall, Westminster, S.W.1, on May 
20. The Marchioness of Carisbrooke will 
present the championship trophies and in- 


Suburban Coach Design 











A double-deck design of the Chicago, Burlington & Quincy Railroad 


intended for suburban service, 


providing double seats for 93 


passengers on the main floor and single seats for 52 in the 
galleries (see paragraph above) 
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dividual prizes. The finalists represent the 
following Regions: Eastern, London Mid- 
land, North Eastern, Southern, and West- 
ern, and also the London Transport 
Executive (Railways). 


Oxford University Railway Society.—At 
a meeting of the Oxford University Rail- 
way Society, to be held at Jesus College 
on May 18, at 8.15 p.m., Mr. C. Grase- 
mann, Regional Public Relations & Pub 
licity Officer, Southern Region, British 
Railways, will read a paper entitled: “ The 
Railway Salesman.” 


Establishment of International Connec- 
tions with Berlin—According to a recent 
Russian-controlled message from Berlin 
five international railway connections with 
the Russian sector of Berlin are to be 
established as from May 15, when the 
European summer timetable comes into 
force. They are between Berlin and 
Bucharest, Copenhagen, Prague, Stock 
holm (via Szczecin), and Warsaw. 


Argentine Railways Purchasing Agency 
Limited.—A general meeting of the Argen 
tine Railways Purchasing Agency Limited 
will be held at River Plate House, Fins- 
bury Circus, London, on May 16 at 10.30 
a.m., for the purpose of having an account 
laid before it showing the manner in which 
the winding-up has been conducted and 
the property of the company disposed of, 
and of hearing any explanation which may 
be given by the liquidator. 





Forthcoming Meetings 


May 6 (Fri.).—Institute of Traffic Admini- 
stration, Sheffield Centre, at the 
Y.M.C.A.., Sheffield, at 7.30 p.m. “ The 


Job—Traffic Administration,” by Mr. 
A. Lawes Cole. 
May 6 (Fri.)—Engineers’ Guild, at the 


Rankine Hall, Institution of Engineers 
& Shipbuilders, 39, Elmbank Crescent. 
Glasgow, C.2, at 7 p.m. Discussion: 
‘The Guild as an Association of Pro- 
fessional Engineers,” to be followed 
by inauguration of the Scottish 


Branch. Chairman: Mr. W. Linn: 
Speakers, Messrs. R. Chalmers ang 
J. H. W. Turner. 

May 7 (Sat.).—Electric Railway Society. 
Visit to Durnsford Road Power Sta- 
tion, Wimbledon Park, London, 
S.W.19. 

May 10 (Tuwe.)—13 (Fri.).—Institution of 


Locomotive Engineers. Summer meet- 
ing at Rugby and Manchester. 

11 (Wed.).—Oxford University Rail- 
way Society, at Jesus College, at 8.15 
p.m. “The Working of a Large Sta- 
tion, with Special Reference to Crewe 


May 


and Euston,” by Mr. H. S. Turrell. 
Stationmaster, Euston, London Mid- 
land Region. 

May 12 (Thu.).—Institution of Electrical 
Engineers, Savoy Place, London. 
W.C.2, at 5.30 p.m. Annual general 
meeting, for Corporate members and 


associates only. 

May 14 (Sat.).—British Railways, Southern 
Region, Lecture & Debating Society. 
Visit to Aldershot & District Traction 
Co. Ltd. 

May 14 (Sat.).—Permanent Way Institu- 
tion, Manchester & Liverpool Section. 


Visit to Crosville Motor Services 
shops at Chester. 
May 16 (Mon.).—Institute of Traffic Ad- 


ministration, Merseyside Centre, at the 
Adelphi Hotel, Liverpool, at 7.30 p.m., 
“The Transport Bill,” by Mr. G. 
Patterson. 


THE RAILWAY 


Railway Stock Market 


Hopes of early lifting of the Berlin 
blockade imparted a better trend to stock 
markets, although earlier in the week 
buyers were awaiting the new Stock 
Exchange account. British Funds displayed 
further strength under the influence of the 
premium of 25s. quickly established in 
initial dealings by the new British Gas 
3 per cent. stock (1990-95). This premium 
exceeded general expectations, and pro- 
duced another general rise in long-dated 
stocks, although early on Monday there 
had been a certain amount of switching 
into the new stock from British Transport 
and the _ other nationalisation issues. 
British Gas is the longest- dated of the 
nationalisation stocks, and it gives only a 
slightly higher yield than the big British 
Transport (1978-88) allowing for the five 
months of dividend carried by the latter. 

Transport (1978-88), after easing to 
102;';. quickly rose afresh to 1023, while 
Transport (1968-73) was also higher at 
1023, and Transport (1967-72) at 1024. The 
good premium shown by British Gas 
stock is in contrast with the discount on 
many of the other nationalisation stocks 
in early dealings; and is due to the fact 
that there has been very little selling of 
British Gas stock. Although the terms of 
exchange into the latter will mean lower 
income for many old shareholders in gas 
companies, the uncertain market outlook 
makes for caution and consequently there 
is little disposition to switch into industrials 
and other higher-yielding securities. 

Brazil rails have experienced another of 
their periodic outbursts of activity on 
market estimates of take-over terms. Main 
attention again centred on  Leopoldina 
debentures on the assumption that in the 
event of a take-over of £10.000,000 for the 
railway. the various debenture stocks 
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would be assured of repayment at par plus 


which in the case of the 
6} per cent. debentures are substantial. 
Consequently, the 6$ per cent. debentures 
have advanced to 130, and the 4 per cent. 


interest arrears, 


May 6, 


L949 





debentures were 94, and Leopoldina 
Terminal 5 per cent. debentures howed 
activity around 91. In contrast, there was 
only limited activity in Leopoldina ordj- 
nary around 10, and the preference stock 


was dull at 314. Elsewhere, Great Western 
of Brazil shares were prominent up to 
132s. After rising sharply on hopes of a 
new move to settle the company’s outstand- 
ing compensation claims, San Paulo ordj- 
nary stock eased to 159. 

In other directions, there was act 
to 21 in Guayaquil & Quito 5 per cent. 
bonds. Antofagasta ordinary and prefer- 
ence eased to 8 and 54} respectively, 
Manila Railway issues have been less active 


vity up 


with the “A” debentures at 92 and the 
preference shares 8s. 3d. Beira Railway 
bearer shares firmed up to 50s. 3d.. Mexi- 


can Railway 6 per cent. debentures were 
864, and United of Havana 1906 debentures 
steadier at 12. Canadian  Pacifics 
strengthened to 18%, the preference stock 
was 71 and 4 per cent. debentures 106. 

Road Transport shares remained quiet 
but firmly held, although B.E.T. deferred 
stock fluctuated around £1,815. A rise in 
West Riding Automobile shares to 90s. was 
accompanied by reports of preliminary 
moves to take-over negotiations with 
British Transport. 

Good financial results have drawn rather 
more attention to iron and steels. Stewarts 
and Lloyds have been firm at 57s. on the 
expansion in profits for the past year, 
United Steel were better at 30s., Guest 
Keen improved to 48s. 9d., and Staveley 
to 85s. 9d. 

Shares of locomotive building and 
engineering companies have been firmer, 
helped by satisfaction with the further 
financial results that have come to hand. 
Vulcan Foundry were 23s., Beyer Peacock 
22s., and North British Locomotive 20s, 
9d., though Gloucester Wagon eased to 
Sis. 3d., Charles Roberts were close on £7, 
and Wagon Repairs 5s. shares 20s. 6d. 
Associated Electrical Industries at 77s. 6d 
responded to the big profit expansion 
shown by the results. 


Traffic Table of Overseas and Foreign Railways 








Taties tor week + Aggregate traffics to date 
vo j - 
Miles Week 3 Total 
Railways open ended Total inc. or dec. ° Increase or 
; compared ° decrease 
this year with 194748 Z 19489 
£ € £ £ 
Antofagasta... - 811 24.4.49 70,820 + 14,420 16 1,128,420 + 241,220 
ww “ its 174 July, 1948 $28,960 — $69,357 30 $471,287 — $301,893 
razil oa ss — — — —_ 
Cent. Uruguay is 970 6.11.48 32,712 + 2,,978 18 593.105 — 7,652 
S | Costa Rica ... oo 281 31.1.49 35,772 — 3648 31 250,009 + 12,870 
& Dorada oe wns 70 Mar., 1949 30,857 + 11.157 13 90,570 + 31,070 
E |G.W. of Brazil 1,040 23.4.49 39,600 + 7,600 16 637,200 + 5,100 
< |inter. Cel. Amer. .. 794 Feb., 1949 $999,184 — $183,327 8 $2,088,986  — $382,179 
= | la Guaira ... eae 223 Mar..1949 $113,758 — $9,571 13 $329,753 + $38,114 
5 ) Leopoldina... -» 1,920 23.4.49 45,964 — 9,766 16 740,095 ~ 156,562 
S § Midland Uruguay ... 319 = Sept., 1948 19,608 + 3,123 12 67,355 + 16,72! 
O |Nitrate.. ‘ont 15.4.49 18,352 + 5,014 15 123,619 | + 37,290 
& |N.W. of Uruguay a 113 Sept., 1948 5,686 — 1,213 12 16.335 |) + 1,989 
= | Paraguay Cent. ... 274 22.4.49 Giii,261 €43,622 42 G4,364,234 +G1,536,900 
2 Peru Corp. 1,059 Mar., 1949 211,890 + 43,689 39 1,816,771 + 289,49! 
& |Salvador... eee 100 31.12.48 ¢267,000 + 16,000 26 ¢776,000 | + —53,400 
San Paulo ... a 1534 - — 3 i 
Taltal = - 156 Mar., 1949 11,410 335 | 3 80,340 + 9,930 
United of Havana... 1,30! 23.4.49 $362,053 — $225,121 42 $11,782840 | — $3,796,469 
Uruguay Northern 73 Sept., 1948 1,072 + | 3,308 + ! 
J 
3 Canadian National... 23,473 = Mar., 1949 10,359,000 696,250 13 28,911,500 + 2,244,000 
3 Canadian Pacific 17,037 = Mar., 1949 7,722,750 636,250 13 21,389,500 | + 2,000,000 
Barsi Light® ‘ns 202 = Mar., 1949 27,007 + 4,380 52 332,682 + 36,885 
Beira vee 204 = Jan., 1949 119,237 2,927 18 484,544 | + 15,321 
Egyptian Delta... 607 10.3.49 19,641 — 593 49 689,072 | + 98,976 
3 — tee 536 = Mar., 1949 267,847 + 57,662 52 2,651,667 + 634, 995 
janila . : — = ao poe a eae 
& | Mid. of W. Australia. 277 Feb 1949 26,956 + 5,101 35 230,008 + 45.625 
> | Nigeria - 1,900 Feb.,1949 447,782 + 51,185 44 5,211,547 | + 897,747 
Rhodesia... «| 2,445  Sept., 1947 643,980 |+ 102,833 52 6,787,603 | + 612,938 
South Africa eos! 13,347 9.4.49 1,452,509 + 107,243 | 1,962,214 + 157,867 
Victoria . 4,774 — Jan., 1949 1,509,601 + 19,338 31 - as 


*Receipts are calculated @ Is. 6d. to the rupee. 


















SD 





